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GOODS FOR EXPORI 
The fact that goods made of raw materials in short supply 
ng to war conditions are advertised in this paper should nol 


be taken as indicating that they are available for export 


NOTICE TO SUBSCRIBERS 
nsequent on paper rationing, neu subscribers cannot 
be accepted until further notice. Any applications will be put on 
1 waiting list which will be dealt with in rotation in replace- 
ment of subscribers who do not renew their subscriptions 








POSTING ‘‘ THE RAILWAY GAZETTE” OVERSEAS 

We would remind our readers that there are many overseas 

untries to which it is not permissible for private individuals to 
end printed journals and newspapers. THE Rattway GAZETTE 
possesses the necessary permit and facilities for such dispatch. 

We would emphasise that copies addressed to places in Great 
Britain should not be re-directed to places overseas 





REDUCTION IN SIZE OF PAGE 
[To economise in paper our readers will observe a slight reduc- 
n in the size of THe Railway GAZETTE in that the size of the 
page has been reduced from 9 in. X 12 in. to 84 im, x 11} im. 
The type area of the page remains the same, namely, 7 in. X 


10 in., but the surrounding margins have been reduced. This 
course detracts from the appearance of the paper, but is one 


the exigencies of the war 


TO CALLERS AND TELEPHONERS 
Until further notice our office hours are: 
Mondays to Fridays 9.30 a.m. till 5.30 p.m. 
The office is closed on Saturdays 





ANSWERS TO ENQUIRIES 
By reason of staff shortage due to enlistment, we regret that 
t is no longer possible for us to answer enquiries involving 
research, ov to supply dates when articles appeared in back 
numbers, either by telephone or by letter 


ERRORS, PAPER, AND PRINTING 
Owing to shortage of staff and altered printing arrangements 
lue to the war, and less time available for proof reading, we 
isk our readers’ indulgence for typographical and other errors 
they may observe from time to time, also for poorer paper and 
printing compared with pre-war standards 
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World Currency Plans 


OTH Great Britain and America have produced draft plans 
for the post-war control of currencies, with the common 
aim of achieving freer international trade. It is interesting to 
note that the British scheme contains many points of’ resem- 
blance with the well-tried and highly-successful Railway Clearing 
House system. In effect, countries take the place of railway 
companies and international trade that of traffics. It is pro- 
posed to establish an international clearing union and create a 
world currency unit called Bancor. The currency would be 
provided by making use of the surpluses of countries whose sales 
exceed their purchases to finance those whose purchases exceed 
their sales. All international transactions would pass through 
the international clearing union and would create a credit for 
the seller and a debt for the purchaser. Each member country 
would be entitled to an overdraft, to a limit fixed in propor- 
tion to the value of its pre-war trade, and these overdrafts, as 
they were used, would provide other members with correspond- 
ing balances on the credit side. Obviously the success of the 
plan must depend ultimately on sound trading methods rather 
than the excellence of the book-keeping machinery, and it is 
essential that the countries taking part should accept payment 
in the goods and services of other countries for the goods and 
services which they themselves export. 
sas au 


Industry and the Budget 


The Budget kept to well-tried paths in endeavouring to check 
the flow of increased incomes into luxuries. The problems facing 
the Chancellor were those of great and increasing expenditure on 
the one hand, and the necessity of securing a release of man- 
power on the other; he has sought to solve them by a wide 
range of increased indirect taxation. The manner in which 
the Chancellor has dealt in successive Budgets with such luxuries 
as tobacco, beer, and spirits, suggests that under national owner- 
ship railway travellers at the present time would probably be 
facing a very heavy increase in fares, as a means both of pro- 
ducing revenue and of curtailing travel. Sir Kingsley Wood 
made it clear in his speech that he was aware of the need for 
preparing for the reversion from war to peace conditions in 
industry, and he showed willingness to meet at least some of 
the points which had been pressed on him by industrial organi- 
sations in relation to Excess Profits Tax. He also gave an 
assurance that steps would be taken to ensure that expenses of a 
revenue kind incurred in earning excess profits, would be 
allowed as a deduction in computing liability for E.P.T. 


The Grand Union Canal 


The Grand Union Canal Company has succeeded in obtaining 
from a Select Committee of the House of Lords power in 
Clause 49 of its Bill to invest in any other transport com- 
panies, whether shipping, road, or air, but with a limitation of 
£75,000 on the amount it can invest in shipping companies. No 
objection was offered by any road or air undertaking, but the 
clause was strongly opposed by shipping interests; after a 
three days’ hearing, however, the Committee passed the clause 
without amendments. The Bill has still to go through the 
House of Commons. It is’ a comprehensive measure, dealing 
with the company’s financial structure, lands, bye-laws for the 
protection of the navigation, and repeal of provisions in older 
\cts, but apart from Clause 49 it is mainly of a consolidating 
and codifying nature. Before the war the canal company was 
engaged in developing direct transit by water between the Conti- 
nent and Birmingham through its own Regent’s Dock, and had 
started a steamship line for that purpose, through a subsidiary 
company. Other short-sea steamship lines made little use of 
the Regent’s Dock, and the cost of transhipment to the canal 


from other docks was estimated to add about 4s. a ton to the 
through sea and canal rate. 
Santa au 
East Indian Railway Company 
Unlike other Indian railway undertakings whose property 


has been acquired by the State, the East Indian Railway Com- 
pany retains its original title and has a board of directors 
although it no longer works a railway. Its present directors are 
concerned solely with the administration of the annuities created 
by the State as compensation to the stockholders for the pur- 
chase of the railway as from December 31, 1879. The then 








EASTER PUBLISHING ARRANGEMENTS 
To conserve paper and reduce postage of copies in Easter 


week, this and next week’s issues of THE RAILWAY GAZETTE 
have been combined. There will thus be a fortnight’s interval 
until the next regular weekly issue, due to be published on 
Friday, April 30 
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existing capital of £26,200,000 was converted into annuities of 
the capital value of £32,750,000. This capital is now repre- 
sented by 4 classes of annuity (‘‘ A,’’ ‘‘ B,”’ “‘C,’’ and ‘‘D’’) 
which will terminate in February, 1953. Stockholders in Class 
‘‘“A’’ who have received their annuity without deduction for 
sinking fund will then get no more but holders of the other 
classes will receive the amounts accumulated in the respective 
sinking funds. Other Indian railway undertakings purchased 
by means of annuities include the Eastern Bengal, acquired in 
July, 1884, the Scinde, Punjaub & Delhi (December, 1885), the 
Great Indian Peninsula (June, 1900), and the Madras (Decem- 
ber, 1907). The Scinde, Punjaub & Delhi and the Eastern 
Bengal were transferred immediately after completion of pur- 
chase to a State railway system for operation and the interests 
of their annuitants are in the care of the Bank of England. 
Trustees now administer the annuities of the Great Indian 
Peninsula and the Madras, respectively. Although fresh working 
contracts were made after purchase, the State took over the 
working of the East Indian system on December 31, 1924, and 
of the Great Indian Peninsula on June 30, 1925. 


Overseas Railway Traffics 

Argentine railway securities have shown little movement rec ently, 
but the traffics continue to expand. In the 39th and 40th weeks of 
the financial year the increases in receipts have been :—Central 
Argentine £64,578, Buenos Ayres & Pacific £48,240, Buenos Ayres 
Great Southern £32,880, Entre Rios £7,146, Argentine North 
Eastern £6,666, and Buenos Ayres Western £1,620 (net). On the 
Central Uruguay the aggregate receipts for the first 40 weeks of 
the current year amount to 1,099,072, an increase of £115,510, 
and for the same period the total railway earnings of £1,975,491 on 
the United of Havana show an improvement of £873,386. Great 
Western of Brazil receipts from January | to April 3, 1943, have 
reached £226,000, and are up £73,200, and the Leopoldina receipts 
of £431,485 for the same period show an advance of £23,841. 


No.of Weekly Inc.or Aggregate Inc. or 
week traffics decrease a ae eae 
£ 
Buenos Ayres & Pacific* 40th 118,200 22,140 3,946,740 515,1é9 
Buenos Ayres Great Southern* 40th 175,980 11,220 6,459,960 618,720 
Buenos Ayres Western® 40th 51,900 3,060 2,148,720 106,500 
Central Argentine* 40th 140,148 31.602 5,301,579 1,079,964 
Canadian Pacific 13th 1,685,400 289,400 12,656,600 1,127,600 


* Pesos converted at l€} to £ 
Averegate gross earnings of the Canadian Pacific for the first two 
months of 1943 amounted to £7,852,400, an increase of £472,800 on 
the corresponding period of 1942, but the net earnings of £1,012,000 


showed a decrease of £227,600. 


British Investments in Uruguay 

9f British capital invested in Uruguay, and 
London Stock Exchange, is £36,088,951, on 
which 2-8 per cent. was payable last year; £11,383,657 received 
no interest. On Government bonds, in which £17,826,393 is 
invested, interest is 34 per cent., and it has been for the past 
10 years, and although sinking funds have been suspended since 


[The amount 
quoted on the 


1932, none of the Uruguayan Government debt goes without 
interest. In contrast, Uruguayan’ railway investments fared 
badly. The amount invested in railways is £12,962,558, and 


the amount forthcoming in interest is but £80,970, or 0-6 per 
cent., and £11,383,657 receives no interest at all. For the past 
twelve years the railway situation has been bad; so far as the 
returns compiled by The South American Journal go, the worst 
year was 1936, when the average payment was as little as 
0-1 per cent. Up to 1930, the British-owned railways in 
Uruguay were fairly prosperous, and the average return was 
between 44 and 5 per cent., although even in those days there 
always a number of small concerns that was unable to 
make any distribution to junior stockholders. Miscellaneous 
nvestments in Uruguay, in which British money is invested 
there are only three—are prosperous. The £5,300,000 of 
ipital invested in them returns a yield of 6 per cent. 


was 


Mexican Railway Administration: Important Change 

Details have just reached this country of an important Decree 
issued by the President of Mexico (Avila Camacho) on Decem- 
ber 31, abolishing the administration composed of railway trade 
union representatives which has operated the National Railways 
of Mexico, and at the same time establishing a new board of 
idministration, which became effective on January 15. The 
new board consists of 4 Government and 3 Union representa- 
tives. One Government representative is appointed by the 
[Treasury & Finance Department, and he acts as Chairman to 
the new board. Two of the other three Government representa- 
tives are appointed by the Departments of Transport and Labour 
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respectively, and the third is the General Manager of the raij- 
ways. The ‘‘ Workers’ Administration ’’ was established by a 
decree of April 23, 1938, after a Presidential Decree of June 23, 
1937, ordering the expropriation of all the railways in the 
National system. A résumé of the position was included in our 
recent article on the railways of Mexico (March 5 issue, page 
241). This interesting experiment did not prove a success, and a 
further law .of January 1, 1941, empowered the Government, 
among other things, to appoint the General Manager of the 
National Railways system. The Railwaymen’s Syndicate, how- 
ever, retained the right to nominate three of the eight members 
of the Council of Administration, and it would appear that this 
right is retained under the new organisation. 


Railway Wages in Portugal 


The new scale of salaries and wages for personnel of the 
of Portugal Railway Company, which is given at page 418 
throws a sidelight on economic conditions in that country in 
giving an indication of the cost-of-living which prevails. The 
standard of life in Portugal has never been high, perhaps, in 
comparison with that of Britain and the United States, but, 
even so, that a foreman shunter, for example, can exist on a 
wage of £5 a month may occasion some surprise to employees 
of British railways whose trade-union leaders seem to put the 
subsistence level far higher. The minimum daily wage for a 
railway labourer in Portugal is to be about 2s., the pre-war rate 
of pay of a British private soldier not in receipt of trade, pro- 
ficiency, or other special rates, who receives, however, free food 
and lodging and an issue of clothing. In connection with the 
various grades of railway servants referred to in the tables of 
new rates, it should be noted that a ‘‘ conductor’’ in Portugal 
is an employee responsible for the seating accommodation on a 
train, as distinct from the ‘‘ guard,’’ who is the official in 
charge. The Portuguese description, ’’ refers pre- 
sumably to platelayers. 


North 


‘rail layers, 


Rail Shortage in the U.S.A. 

[he supply of steel rails has now become the greatest of all 
wartime problems for American railways. In 1941 their aggre- 
gate renewal programmes called for a total of 1,632,000 tons of 


rails; they received 1,197,593 tons, and the total obtained in 
1942 was not much higher. As a result of deferred renewal 
work, at a time when the weight and average speed of all traffic 


is showing an unprecedented increase, rail breakages are becom 
ing more frequent, and the number of derailments of trains from 
this cause has shown a disquieting increase during the past 
months These are danger signals which cannot be _ ignor 
In 1943 the railways are demanding 2,087,000 tons of rails, and 
as evidence that some measure of the gravity of the situation 
has come home to the War Production Board, the manufacture 
of 480,000 tons of rails has been authorised in the first quarter of 
the present year. Even 2,087,000 tons, if obtainable, would by 
no means create a record. This figure was exceeded in the years 
1926, 1927, and 1928, when the maximum tonnage of. rails 
obtained in a year rose to 2,209,873; then came the depression, 
and by 1932 the amount of new rail bought dropped to 394,536 
tons. Our contemporary Railway Engineering &® Maintenance 
estimates that the total deficiency in rail supply to American 
railways is now 3,500,000 tons. On their own part the railways 
have certainly made every preparation for increased mainten- 
ince work, for in 1941 and 1942 they purchased 15,619 units of 
power and other equipment for use on the track, at a total cost 
of $20,770,000, so offsetting the loss of maintenance men as a 
result of war demands on manpower. 





sas == 

As Others See Us 
It is gratifying 
impressions of on 


and instructive to learn what are the first 
of the world’s greatest state railway organi- 
sations as expressed by a critical business man who has himself 
had experience in Government Departments in this country. In 
the course of his first address to the Indian Railway Conference 
Association as Member for War Transport, Sir Edward Benthall 
said: ‘‘ You may be interested to know how different the work- 
ing of the Railway Department looks from the inside to what it 
did in peacetime to a critical business man. I frankly expected 
to find the department a rather slow moving machine and red 
tape in abundance. It was agreeable and refreshing to find little 
of either. Circumstances alter cases, but after two years’ experi- 
ence of Government offices in London, there is no question in 
my mind that in many ways the Railway Department for speed 
of action compares favourably with any department whose work- 
ing I saw there at close quarters. In our team at headquarters 
we have men possessed not only of high technical qualifications 
but also of that most important asset of all in war, the will to 
get things done. This is the spirit which railwaymen, one and 
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all, will have to show to an even greater extent if we 
ure to answer the call in the coming months. Leadership, the 
power to take the initiative and to inspire men to follow, is 
evel. More vital in wartime than in peacetime and undoubtedly 
one Of the main reasons why the railways have put up such a 
good show in the war, and particularly during the recent dis- 
turbances, is that they have been given a magnificent lead by 
the individual railway administrations.’’ See report page 416. 
socom 


A Remarkable Recovery 


triumph of successful management has been seen recently 
in the United States in the emergence of the Minneapolis & 
St. Louis Railroad from a receivership which has held the 

for the past 19 years. It was in 1923 that the M. & St. L. 
we into receivership, and it was facing foreclosure to meet 
the demands of its creditors. When the present management 
tox over in December, 1934, the railway was bankrupt 
with an indebtedness totalling $2,457,684. Since then, all these 
ebts have been paid off, and over $7,000,000 has been spent on 

tions to, and improvements of, rolling stock and track. The 
operating ratio of expenses to receipts, which was as high as 
95-6 per cent. in 1924, and after its recovery to 80-6 per cent. 
in the prosperous year 1929, soared to 94-8 per cent. again in 
1932, has been brought steadily down to 76-4 per cent. in 1941 
Operation in 1931 resulted in a net loss of $110,481; in 1939 there 
was a profit of $981,562, a change due to shutting down of 
unprofitable branches, more efficient working, and a vigorous 
programme of salesmanship. These results are largely due to 
Mr. L. C. Sprague, the receiver under the trusteeship, who has 

appointed President of the two companies now formed t 
perate the M. & St. L., the Minneapolis & St. Louis Railway 
Company to take over 900 miles of line east and south of 
Minneapolis, and the Minneapolis & St. Louis Railroad Cor- 
ration to take over 550 miles west of Minneapolis 


Motive Power Limitations 


[he steam locomotive is a tolerant machine rhroughout 
ts history operating authorities have not hesitated to add 
ogressively to train formations until the engines of some 
types are regularly hauling trainloads well in excess of 
those for which they were originally designed. If an example 
were needed, it would be found in the 700-ton present-day load- 
ings of the L.N.E.R. Pacifics, to which attention was drawn 
in editorial note in our March 12 issue. Other instances could 
given in which, with capable handling, steam locomotives in 
emergency have given performances far outside their rated 
icity, such as the historic case in which a 68-ton Ivatt 
\tlantic of the L.N.E.R. took over a 585-ton train at Grantham 
n a Pacific which had run hot, and ran it on to York in less 
in schedule time The effect on steam locomotives of such 
ormal demands has generally not been more than an incréase 
oal consumption and a shortening of the interval between 
eavy repairs The users of diesel-electric power in the 
United States are being reminded that they cannot do this kind 
thing with their diesels. Definitely limited load capacity is a 
ognised characteristic of any internal combustion equipment 
[he Railroad Division of the American Society of Mechanical 
Engineers is drafting a code for the continuous and intermitteni 
tings of diesel-electric power which may indicate the extent 
» which diesels should be loaded to give the best results 


Boiler Tube Proportions 


Lawford Fry, we believe, was the first to emphasise the 
nportance of the hydraulic depth of locomotive boiler tubes 
the factor determining the gas-carrying capacity and _ heat- 
ibsorbing potentialities. This value is the ratio of the net gas 
1 through the tube to its gas-swept perimeter, and for a plain 
tube of, say, 21 in. inside dia. is 3-1416: 6-2832, or 0-5. The 
smaller the bore of the tube the smaller becomes the ratio; but 
larger the ratio the greater the gas flow for a given pressure 
drop or draught In the locomotives of the 19th century the 
tube diameter was anything from 1} in. to 1}? in., but with 
bigger and longer barrels inaugurated in England with the 
Atlantic and 4-6-0 engines the diameter was increased to 1{ in. 
ind 2 in., and later to 2} in. The practical importance of the 
hydraulic depth was enhanced with the advent of the flue-tube 
superheater, because it was essential to maintain adequate gas 
rea, evaporative heating surface, and superheating surface at 
one and the same time. The hydraulic depth of a flue of 5 in. 
bore and containing four 13-in. elements is only 0°415, and one 
of the aims of superheater designs different from the usual four- 
pass A-type is to maintain or increase that value, but withqut 
uppreciably reducing the area of steam flow, which would 
ncrease the pressure drop and decrease the degree of superheat 
through the elements. 
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International Control of European Railways ? 


Vy ARIOUS unofficial and semi-official bodies, institutes, and 

individually-interested persons have studied the problems of 
post-war Europe, and transport is one of the subjects which has 
received prominent attention. In its three last issues for the 
year 1942, THe Raitway GazeETTE published a survey of the 
international railway associations in pre-war Europe, and showed 
that the activities of these covered practically the whole field of 
international railway operations, and that their achievements in 
voluntary co-operation have proved of enormous international 
value. They provide an example of very effective international 
co-operation, and there seems to be no reason why most of these 
associations should not be revived to continue their work with 
such adjustments as the future political shape of Europe may 
require. Railways are in a favourable position to create close 
international co-operation, because the road, the vehicle, and 
the terminals of movement for each railway system are man- 
aged, maintained, and worked under one and the same adminis- 
tration. There is a world of difference here from international 
waterways, where the road is provided by nature in the case 
of rivers, by man in the case of canals, maintained by one 
iuthority, but used by an unlimited number of transport 
operators, between terminals which are under a different set of 
authorities altogether. Because of this multitude of interests 
involved, especially the unlimited number of users, there is a 
case for some sort of super control of international waterways, 
which does not exist for railways. 

It is remarkable that in many quarters, where there is no 
intimate knowledge of international railway operations, a con- 
trolling body is advocated either for the whole of Europe or at 
least for certain large regions—in short, imposed control instead 
of free co-operation. Some of these advocates base their recom- 
mendations on a glaring misconception of the pre-war as well as 
the present-day railway situation in Europe, and a closer 
scrutiny of the proposals, so far as railways are concerned, 
appears to be timely. The recommendations put forward for the 
international control of the railways of Europe are based mainly 
on the following three theses, respectively political, technical, 
and economical 

1.. Closer political unity, necessarily infringing in some ways on national sovereignty 
with the primary object of the prevention of aggression, is thought to demand the 
inclusion of international control of public services. 

2. Hitler’s so-called unification of European transport is taken as a model, with the 
suggestion that much of it is acceptable as a basis for permanent unification. 

3. Unification of railway administrations, as suggested, ought in any case to result 
in economic advantages in administration, and benefits to staff and public, and in more 
efficient operation. 

The first of these is a purely political thesis. Very few will 
deny the necessity to create a super international authority, 
backed by sufficient power, to prevent repetition of aggression, 
but there is no scientific, technical, or economic reason why, 
in the framework of this international authority there should be 
. separate international body to control or manage the Euro- 
pean railways, or even the other public utility services. That, 
in fact, would be nothing else but the application of the Nazi 
theory of Gleichschaltung, and the Nazi style of a New Order 
iainst which we are fighting, impeding the incentive to initia- 
tive and progress possible only by the possession of freedom. 
[The second thesis is one which may be analysed technically. 
Hitler’s transport unification is no unification at all; it is simply 
the organised exploitation of the European transport systems to 
the sole benefit of the Herrenvolk, serving the military might 
of Germany in the first place, and Germany’s own economic life 
in the second place, leaving no room whatever for supplying the 
needs of the enslaved peoples. In purpose and application it is 
1 direct contradiction of any principle of accepted unity. On 
the European railways Hitler’s war machine has created a trans- 
port administrative machinery, tremendously expanded, by the 
super-imposition of a control organisation over the existing rail- 
way administrations. The latter have been left intact in most 
of the occupied countries, and have been split into still smaller 
units in some others, for example, the Protectorate of Bohemia 
& Moravia and Slovakia, and Croatia and Serbia, in such cases 
not even leaving the movable equipment, such as rolling stock, 
in some common pool. The machinery has been further com- 
plicated, instead of unified, by inflating the existing adminis- 
trations. As an example, it may be cited that the Belgian 
main-line railways have now a staff of 90,000 against 76,000 in 
1940, not counting the thousands of Reichsbahn railwaymen at 
key points, and the traffic handled is well below the pre-war 
figure. 

The third thesis assumes that European railway unification 
must result in economic benefits. Unification, however, does 
not per se constitute simplification and economy. This is the 
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ise only if conditions, political, technical, administrative, and 
economic, of units to be amalgamated and of the communities 
they serve, are identical or at least very similar. Where these 
conditions have been widely divergent, unifications and amalga- 
mations have proved failures. In intermediate cases advantages 
have sometimes outweighed the disadvantages, but at other 
times the reverse has been the case. The larger that the unified 
system is, the more are the chances that conditions differ widely 
between the composing units; in such cases costs of administra- 
tion increase, the esprit de corps of the staff suffers, the services 
to large sections of the communities decline as the contact is 
necessarily less intimate, and the same usually applies to staff 
ind labour conditions It has been stated that the railway 


systems of Belgium, Holland, or Denmark are too small for 
maximum economy rhis is not in fact borne out by results 
rhe Belgian system, for example, is in the highest class of 


probably the most economically 
offering the cheapest rates and fares to 
its customers It is actually very near the optimum size of 
maximum economy in operation The results of the German 
unification attempts have already been mentioned. 

One may ask, what is then to be the international railway 
situation in Europe in a more united political brotherhood ‘of 
nations An answer does not appear difficult First, there is 
the desirability of reviving the associations between the railway 
administrations, which in pre-war years were so effective, because 
as already stated there was only a limited number of partners 
to co-operate Secondly, the European railway systems are 
either State-owned and operated, or they are worked by private 
companies under very strict State control The supreme 
authority which the United Nations may be expected to set up 
to prevent aggression in any field may be relied upon to sup- 
plement this State control in the international field. No inter- 
national transport board would be required in the case of rail- 
ways; it would only introduce dual control, which is never an 
ideal system and inevitably results in retarding technical pro- 
gress, and in the recruitment of redundant staff : 


efficiently-run railways, 
operated, and certainly 


Rolling-Stock Springs 
CONSIDERATION of the factors making for a smooth and 
comfortable ride has led engineers time and again to the 
conclusion that what is needed is the soft type of springing, in 
other words a suspension permitting large deflections for slight 
load increments. With such a suspension, the wheels can pass 
over track irregularities without causing any appreciable change 
in the supporting forces exerted by the springs on the carriage 
Expressed in another way the system required is one having a 
low periodicity Many difficulties limit the application of such 
a system in actual practice. If the suspension is ideally soft it 
will fail adequately to control the main mass of the carriage 
when the train enters a curve at speed, or when there is a sharp 
change of gradient. Stops or check springs of a much harsher 
variety will be needed to prevent the main mass from continuing 
to move in the original direction after a new direction has 
been taken by the wheels A greater difficulty still arises from 
variation in the load that the suspension has to support In 
goods wagons, as in road motors of the lorry or bus type, the 
pay load can vary within wide limits: on the railway it may be 
anything between nothing and several times the weight of the 
empty wagon Che soft type of springing cannot possibly take 
care of these variations; for it to do so, arrangements would 
have to be made to permit buffer heights to vary 6 in. or more 
on either side of the mean Small-deflection springs, giving a 
high periodicity and a harsh ride, seem to be practically inevit 
able in all cases where the total supported load at one time can 
be from 50 to 200 per cent. more than at another time. 

Lightly constructed road vehicles of the commercial type, built 
to carry large pay loads, present a suspension problem even 
more difficult than the railway wagon Buses are reasonably 
comfortable under specified conditions, but for comfort under all 
conditions it is necessary to build a heavy coach or private car 
in which the passenger load is a small proportion of the tare 
weight so that the suspension is equally suitable whether the 
vehicle be running empty or with all its seats filled. Railway 
engineers sometimes have been criticised for making passenger 
carriages unduly heavy but these remarks will serve to show 
that the superior comfort of railway travel is in large measure 
due to this quality of massiveness in rolling stock. It will be 
far more difficult to ensure a uniform standard of comfort in 
trains if carriage structures become lightened to the point where 
springing must be made relatively stiff to allow for variations in 
passenger load. American engineers are more immediately con- 
cerned with difficult suspension problems than British engineers 
because the widespread provision of automatic continuous brakes 
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on freight trains has enabled freight train speeds to be increased 
well beyond those permissible with unbraked wagons of the type 
used in this country. It seems, however that, even in America, 
the springing of freight wagons is only a compromise The 
maximum permissible spring deflection in one wagon of modern 
design is only 2} in. as compared with 10 in. for the springs of 
a comfortable passenger carriage. The probability is that for 
very fragile merchandise it will be necessary finally to provide 
freight wagons built on massive passenger carriage lines. There 
does not yet seem to be any other practicable way of ensuring a 
uniformly smooth ride irrespective of the degree to whic the 
car is loaded. 


Experimental Work - 


ALTHOUGH this country was the birthplace of the team 

locomotive, other countries are far ahead of us both in test- 
ing equipment and outlook on experimental work. These are 
not our words but the words of Mr. T. Robson, M.I.Loco.E 
who recently delivered a paper to the Institution on The 
Counter-Pressure Brake Method of Testing Locomotives Mr 
Robson went on to say that on visiting France some years ago 
it was a shock to him to compare the difference in outlook to 
experimental work from that to which he was accustomed in 
this country. Here, exceptionally close watch had to be kept 
on expenditure, and rigid economy had to be the first considera- 
tion; it might be difficult to convince those responsible that 
benefit of the engineer would 


a 
change of organisation for the 
ultimately show a saving; it might be thought that there was 
only self-interest behind the proposal. There would be plenty of 
men, with the right kind of constructive mind, who would realise 
that the motive was higher than this, but they might find it 
impossible to convince those with whom lay the ultimate 
decision. 

Having made his complaint, Mr. 
illustration of what British locomotive engineers with an experi- 
mental turn of mind can do despite the handicap of limited 
financial resources. A satisfactory locomotive testing outfit was 
improvised out of an old locomotive together with various home- 
made items of gear. Some very suggestive test figures were 
being obtained from engines in regular use when the war brought 
the investigations to an end. It is open to question whether the 
grievances of British engineers will ever be heeded while they 
show such ability as is displayed here in overcoming difficulties 
that their more fortunate brethren overseas do not have to meet 
They work and fight with, as it were, one hand tied behind their 
backs, but eventually they give useful results. This is part of 
the process popularly known as ‘‘ muddling through.”’ 


Robson gave an excellent 


Airways and Railways in Argentina 

MONG the countries most interested in air transport are the 
republics of South America, where distances are great and 
opportunities for cutting down travel time are numerous. Prob- 
ably the most promising conditions are found in Argentina, of 
which the area is 1,135,000 square miles—rather more than 
thirteen times the size of Great Britain 
from North to South, is 2,250 miles and the greatest breadth 
between the Atlantic and the Andes is approximately 900 miles 
rhe greater part of the country is a vast plain, well known as 
Britain’s imported beef, though 


The extreme length 


the principal source of Great 
Argentina is not solely concerned with cattle raising. She also 
produces a large share of the world supply of wheat, maize 
linseed, wine, sugar, and petroleum. In the centre of these 
industries are a number of linked with Buenos 
\ires by railway, and, after the war, it will be the mission of alr 


large towns, 


transport to produce the quicker services which Argentine pI 
gress will demand. 

Not the least important of the country’s natural resources 1s 
petroleum, and there is no reason why intensified production 
should not make her self-supporting as to aviation spirit. The 
principal oilfields are in the South, at Comodoro Rivadavia, on 
the Atlantic seaboard, and the output reaches its markets by 
ocean tanker. In recent years, oil has been discovered also in 
other parts of the country. The second largest field is in 
Mendoza, in the foot-hills of the Andes, 660 miles westwards 
from Buenos Aires, where production grows each year, and in 
the extreme North, on the Bolivian frontier, lies another field, of 
which the present output is considerable, but the potential pro- 
duction of which is far greater. The remaining oil zone is in 
the Southern Andine territory of Neuquen, due West of Bahia 
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° 
Blan Thus, unlike the fuel supply for her railways which, 
in the main, consists of coal brought long distances from over- 
seas, Argentina’s petrol for her air transport is ready to hand 


within her own borders; this ensures not only uninterrupted ser- 
vices, but also economy of operation. Cheap transport has been 


wavs a desideratum in Argentina; indeed, without low rail 
frights the country never could have gone ahead as it has 
one during the past half century. 

One of the most attractive holiday resorts on the American 
ntinent is at Nahuel Huapi, but it is half as far again from 
Buenos Aires as St. Moritz is from London. Hence, the num- 
ber of holiday-makers who are able to enjoy the splendours 


f the region, which is frequently referred to as the Switzerland 
Argentina, is necessarily limited. However, falling costs of air 
transport, which tend to decrease as the size of machines 
ncreases, encourage the hope that the day may not be far 
listant when the lakes and mountains of Nahuel Huapi, offering, 
is they do, well-nigh every attraction from salmon fishing to 
ski-ing, will become accessible to many more Argentine citizens 
to mention tourists from Europe and the 

attractions of South America were 


than heretofore, not 
United States, by whom the 


becoming more widely understood in the immediate pre-war 
veal The principal seaside resort of Argentina is at Mar del 
Plata, about 250 miles from Buenos Aires, and a considerable 


ut of the passenger traffic during the summer holiday season 
travels by night trains composed entirely of sleeping-car stock. 
Each train carries from 350 to 400 persons and the journey 
occupies 9 hr. The same number could be transported by air 
within the same space of time by three modern passenger planes 
of similar type to those now used for moving troops. Further- 
more, present indications are that operating costs of air services 
will compare favourably with those of sleeping car expresses, 
and if the use of gliders eventually proves to be commercially 
practicable a still further reduction in air costs may be expected. 
Argentina has only one other holiday resort of any size. It is 
n the Cordoba hills, about 430 miles north-west of Buenos Aires. 
In this case also much of the traffic travels by night, necessi- 
tating the operating of expensive sleeping and dining car services. 
It is true that there are also day expresses, but the travel time is 
103 hr., which compares with a prospective flying time of 2 to 
3 Notwithstanding the excellence of the railway rolling 
stock, such a train journey over the monotonous pampas is 
neither interesting nor agreeable, particularly in the summer 
months, when temperatures over 100° are by no means 
mirequent. 

\ir developments will not be confined to passenger business 
Submarine warfare has intensified the transport of cargo by air, 
ind 150-ton cargo planes are already past the drawing-board 
President Roosevelt has recently stated that more ton- 
1 is today reaching China by air than ever went over the 
Burma Road. As is only to be expected at the outset of such 
innovation, operating costs are high and will necessitate 

ght charges which only classes of merchandise normally found 

the top grades of the goods classification will be able to bear, 
but the combined efforts of the aeronautical engineer, scientist, 
nd research worker may be relied on to satisfy the urge for 
wer charges. 

The following comparative statements shows 
turopean cities which are approximately equidistant 
Buenos Aires and London respectively :— 





Argentine and 
from 


Buenos Aires to : London to : 
Comodoro Rivadavia Stockholm 
Salta Lisbon 
Mendoza Genoa 
Tucuman Madrid 
Santiago del Estero Berlin 
Bahia Blanca Aberdeen 





ne of the few disadvantages in Argentina is the lack of 
1eavy industries, due to the failure, so far, to discover iron ore 

coal in accessible quantities: Consequently, flying equip 
ment must be imported and the chief sources of supply will be 
Great Britain, the United States, and Germany. Great Britain 


S in an exceptionally favourable position to meet Argentine 
needs in this respect. There is no country which has gained 


m experience of air transport during the present war. The 
skill of British airmen and the unrivalled design and quality of 
their equipment have been challenged nowhere successfully, and 
plans are well advanced to enable the accumulation of technical 
knowledge and flying experience to be diverted to the produc- 
tion of the most modern types of passenger and cargo aircraft 
4s soon as hostilities cease There is another important con- 
deration Great Britain is by far the largest customer of 
\rgentina. Before the war, the value of exports to the British 
Isles amounted to £60,000,000 a year, and payment was, of 
urse, largely made by exporting products from British fac- 


tories. Furthermore, since the outbreak of war, Argentina has 
supplied Great Britain with considerable quantities of meat and 


ther products, for all of which it has not been possible to make 
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immediate payment. Consequently, there is a large balance of 
sterling standing to the credit of Argentina in London and the 
amount continues to increase. Information as to the precise 
sum owing to Argentina is not available, but some idea can be 
gathered from the knowledge that, during the last war, the 
Argentine Government granted a loan of £50,000,000 to Great 
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Sketch map of suggested air routes 


supplies, which indebtedness was discharged with- 


indispensable 
delay as soon as normal international trade was 


out undue 
restored. 

The appended statement shows the population of the principal 
towns, their distances from Buenos Aires based on present 
available transport which in some cases involves road or sea 
journeys as well as rail and is necessarily approximate, the 
fastest train services hitherto available, and the approximate 
times required to make the journeys by air, assuming the use of 
the most modern flying equipment now produced and allowing 
one hour for conveyance between centre of city and airport, 
before and after the flight :— 


Distance Fastest Approximate 
Population from train flying 
Buenos Aires service time 
Miles h. m. h. m. 
Rosario 520,000 188 4 20 2 00 
Cordoba 320,000 430 10 45 3 00 
Tucuman 160,000 717 23 «05 4 00 
Santa Fe : 150,000 300 9 OS 2 W 
Bahia Bianca .. 120,000 400 10 50 3 00 
Mendoza om 110,000 660 15 35 4 00 
Mar del Plata* 72,000 250 5 50 2 15 
Parana - = 71,000 360 19 06 2 8 
Santiago del Estero ... em . 67,000 630 19 45 4 00 
Salta ins “ i .. 60,000 1,000 32 5 00 
Corrientes 55,000 670 34 04 4 00 
San Juan m - ve ... 36,000 760 17 55 4 30 
San Luis oe st aie .. 30,000 490 il 23 3 30 
Nahuel Huapit ma ; is — 1,080 28 00 5 30 
Comodoro Rivadaviat mR san -- 1,200 - 6 00 


* Summer population, about 300,000 

+t Lakeland of Argentina ; population figures not available. 

t Principal oilfield ; population figures not available ; journey by train and road 
motor, about 2} days ; journey by sea, about 4 days. 








MADRID METROPOLITAN RaiLway.—According to the official 
German news agency from Madrid, the Madrid Metropolitan 
Railway recently held a general meeting at which the business 
report and balance for 1942 was approved. The report shows 
that the company has paid special attention during the past year 
to an extension of traffic and an increase in the building of 
rolling stock; traffic increased on the whole system, and all 
recorded were exceeded. The average daily revenue for the 
system rose from 105,000 pesetas in 1941 to 126,300 in 1942, an 
increase of 19-7 per cent. The increase in traffic has continued 
during the first few months of 1943, so that fresh records have 
been reached; revenue up to the end of March was 11 per cent. 
higher than for the corresponding period of last year. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Standard Revenue and Excess ‘Profits Tax 


The British Railway Stockholders Union Limited, 
25, Victoria Street, London, S.W.1 


April 9 
fo rHE Epitor oF THE RAILWAY GAZETTE 
Sir,—In your informative leader, ‘‘ Record Railway Earn 
ings,’’ you discuss the matter of the Excess Profits Tax as it 
affects holders of railway equities. May I put it to you that 


the position of the union is fully justifiable when it argues that 
the question of excess profits cannot arise until standard revenu 
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In the union’s view the L.N.E.R. is really in the position of 
an industrial company with a capital of £78 million, doing 
record business, and yet denied a penny of dividend, and this 
after Parliament has very properly decided that hard cases oj 
this kind would receive consideration under excess profits tax 
legislation. As you know, any industry which could be classed 
as ‘‘ depressed ’’ in the three or four years preceding the war 
can put in a claim for a dividend upon any capital which js 
doing war work. Since it cannot be denied that British railways 
have never recovered from the economic crisis, the union feels 
it is on sure ground when it claims that the standard reveny 
embodied in the Railways Act of 1921 is a fair indication of the 
stage where Parliament intended the excess profits tax to operat; 

Yours truly, 
ERNEST SHOR1 





has been paid? 


[he principle that the capital of industrial companies doing 


valuable war work is entitled to a fair dividend was made 
ibundantly clear when Sir Kingsley Wood introduced his Divi- 
dend Limitation Bill of 1940. That Bill proposed to limit 


ordinary dividends to the highest annual rate paid during the 


three years 30, 


expressly enacted 


from June 
that 


1936, 


to July 
companies which had 
little or nothing during this period were to be entitled to distri 
bute 4 per cent. dividends, and new companies were 


but it was 
able to de 


1, 1939, 


been lo THE 


SIR, 
Hull by 


to have a 


EDITOR 


[The Tourist’s Companion 
railroad and steampacket,’ 


General Secretary 


Gascoigne’s Private Railway 


60a, Green Lane, 
Northwood, Middlesex 
April 11 
RAILWAY GAZETTE 


or THEI 


thro’ Selby t 
Parsons, of 


Leeds 


from 
; Edward 


by 


6 per cent. limit as regards their equity capitals before the Leeds, published in 1835, gives no indication of any projecte 
question of Excess Profits Tax arose. private railway between Garforth and A berford. It describes 
Can it be denied that the £78 million of capital represented the Parlington estate to which Richard Oliver had succeeded 
by L.N.E.R. ordinary shares is entitled to the protection sug- ind on doing so had assumed the name of Gascoigne, as the 
gested by this clause? And if holders of L.N.E.R. deferred Gascoigne baronetcy had become extinct. 
ordinary stock are given anything approaching 4 per cent. they Three of the Gascoignes were named in the Act among the 
will not grumble because they do not receive the extra 0-7 per original subscribers to the Leeds & Selby Railway Richard 
cent. to which they would be entitled under the Railways Act Oliver Gascoigne was one of the first directors and, on his 
of 1921 resignation, was succeeded on the board by Thomas O 


I believe the problem of the justice of the net rental under 
the second agreement is misjudged on account of the inclusion 
interest upon debentures and other fixed interest stocks. 
companies 
can pay 


of the 
Shareholders in ordinary industrial 
prosperity by the fact that a concern 
loans. The second railway agreement 


perspective when we ask what the equities are getting. 
it may well be argued that interest on loan capital can properly 


Gascoigne. 
Leeds & Selby 


do not judg 
interest upon its 
is only seen in proper spelling. Has any 
Indeed, Companion ’’? 


be regarded as part of working or overhead expenses 


The close association of these Gascoignes with the 
Railway coupled with their ownership of 
fields in the Garforth and Aberford district adds to the proba- 
bility that the Aberford Railway was Gascoyne’s Private 
way working early in 1838, and the 


coal- 


Rail- 
Blue Book is wrong in the 
reader a later edition of the ‘‘ Tourist’s 
Yours faithfully, 


REGINALD B. FELLOWS 








Publications Received 


A Yearbook of Railroad Information : 


1942 Edition. New York: 143, Liberty 
Street. Published by the Committee on 
Public Relations of the Eastern Railroad 


Presidents Conference Prepared by the 
Western Railways’ Committee on Public 
Relations. 6 in 4in. 96 pp. Gratis 

rhe railways of the U.S.A. are today faced 
with the greatest task in their entire his- 
tory, as indeed is the case with the railway 
systems of all the great belligerent coun- 
tries. They are fundamentally an integral 
part of the war machine, with the primary 
task of providing adequate transport ser 


vices for the Armed Forces and for thei 
equipment and supplies; and for war 
plants; as well as continuing to afford 


essential service to the public. Particular 
interest, therefore, attaches to the recently 
issued 1942 edition of this official booklet 
which like its predecessors is designed to 
bring to the attention of its readers facts 


regarding the railways of the U.S.A rhe 
statistics include those for the calendar 
vear 1941, and therefore exclude all but 


three weeks of the period since America 
entered the war on December 7, 1941. On 


the other hand, introductory paragraphs 
vive brief details for the first ten months 
of 1942. This book is a valuable desk 


ompanion, and its continued production 
will be widely welcomed 


Turret Lathe Work.—This is the title 
of a well-produced 120-page handbook 
published by Alfred Herbert Limited for 
the guidance of operators of capstan and 
turret lathes and of those who design and 
lay out tools for use on these machines. It 
does not deal in detail with installation and 
maintenance because information on this 


has been published in another handbook. 
The introduction to the book under con- 
sideration states that capstan lathe putput 
depends mainly on the tools used; conse- 
quently much space is devoted to different 
types of tools and tool holders. A section 
is devoted to the grinding and care of tools. 
Other sections are devoted to the selection 
of suitable cutting oils and to the choice of 
speeds and feeds. The diversity of work 
which a lathe can perform is governed 
largely by the chucks that are to hand ; 
many pages are devoted therefore to 
describing the construction and use of 
appliances for holding different components 
undergoing machining operations. 


Machine Tool Control.—Leaflet No. 8, 
recently issued by the Ministry of Supply, 
deals with the important subject of reclaim- 
ing worn gauges and cutting tools. The 
bores of milling cutters and hobs, the shanks 
of drills and reamers, and the surfaces of 
gauges all become worn, or perhaps 
damaged, in course of time, but they can 
be reclaimed by the application of a hard- 
chrome deposit of sufficient thickness to 
allow of re-machining to original dimensions. 
The leaflet describes how gauges have been 
reconditioned by this method; the effect 
has been to give them five times the original 
period of usefulness. Nickel can be used 
with advantage where the hardness of the 
finish is not of first importance. A tech- 
nical description of the process is given to 
enable firms that are equipped with chro 
mium deposition plant to do their own 
reclaiming. Much valuable steel and labour 
can be saved by acting on the suggestions 
contained in this leaflet. 

Bench Grinding and Lapping Ma- 
chine.—Catalogue Sheet No. W. 43 from 
A. C. Wickman Limited describes a motor- 


driven tool sharpening appliance with a 
6 in. dia. grinding or lapping wheel and a 
table 12 in. by 8 in., which is adjustable 
for inclination. The direction of rotation 
can be reversed ; consequently right- and 
left-hand tools can be sharpened with equal 
convenience. 

Lapping Compounds by Carbor- 
undum.—-From the Carborundum Co. Ltd., 
of Trafford Park, Manchester, we have 
received an illustrated booklet of the above 
title; it is available to readers on appli- 
cation to the company. A complete range 
of grit sizes can be used in carborundum 
compounds and the carrier medium is 
selected to suit the purpose for which a 
particular compound is to be used. The 
application of the lapping process to engi- 
neering components is described and illus 
trated and the data given will be of great 
technical value to operatives engaged in 
finishing ball-bearing raceways, plain bronze 
or babbit bearings, tipped tools, cylinder 
liners, pistons, poppet valves, and toothed 
gearing of every description. The sections 
on the lapping of slide valves, stopcocks 
and other components that require to be 
made steamtight are of special interest to 
locomotive engineers. Several interesting 
microphotographs are given to show the 
importance of lapping with the correct 
abrasive mediums. 

C.V.A. Precision Capstan Lathe.— 
Catalogue Sheet No. W.31 from A. C. 
Wickman Limited describes a 3} in. centre 
capstan lathe for manufacturing small repe- 
tition parts to a high degree of accuracy 
The machine has been completely redesigned 
to incorporate a clutch-band operated 
change-speed gearbox, a new and improved 
turret locking device, and a dead-length 
collet chucking arrangement. 
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The Scrap Heap 


Two thousand metal buttons and 
badges a week from worn out L.M.S.R. 
uniforms are being handed in by the 


company’s staff, for re-use or salvage. 
The grand total received so far is 120,000. 
* . * 


A report from Istanbul says that when 
the Bulgarian Minister of Communica- 
tions travelled to Trnovo recently to 
make a speech, he went by special train 
und took 1,500 railwaymen with him to 
do the cheering. 

” + * 

The Gold Coast’s first railway union 
was presented recently with its certificate 
of registration at a ceremony at Kumasi. 
The Chief Commissioner said the union 
would further the important part which 
the railway was playing in the colony’s 
var ffort. 

+ * * 


The earliest known railroad turntable, 


icording to Brian Fawcett, Assistant 
Chief of Motive Power on the Central of 
Peru Railway, dates back to 1714 and 


a short passenger line built 
by order of Louis XIV of France. The 
line was operated on the palace grounds 
it Marly-le-roi for the amusement of the 
Versailles court, Mr. Fawcett describes 
this device in the April issue of the Rail- 
yvoad Magazine. Motive power for Louis 
XIV’s railway consisted of lackeys who 
pushed an ornate, gilded, open car occu 
pied by the aristocracy of France in all 
their glory of hoop skirts and periwigs. 


* * * 


was used on 


GREAT REDUCTION IN RAILWAY FARES 

The directors of the North Eastern Rail- 
way are resolved to cut down every plea 
for the invasion of their districts by com- 
peting lines. Their summer arrangements, 
which date from the Ist inst., not only 
include a great increase of express trains, 
but the fares are reduced over the whole 
system by sums which will affect the 
receipts at first fully 30 per cent. The 
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third class and the Government are now 
uniformly 1d. per mile; the old third 
class, 1$d. per mile is abolished; the 
second-class fare is reduced from 2d. to 
14d. per mile, and the first class from 3d. to 
2d. per mile.—Fvom ‘‘ The Railway News ”’ 
of July 15, 1865. 
* * * 
PASSENGERS IN OPEN WAGONS 

The German journals state that an en 
gineer of Vienna, named Klein, has 
invented a method of preventing sparks 
and ashes from the fires of the locomo- 
tive engines of railroads from falling on 
the passengers in open wagons, without, 
however, diminishing the current of air 
necessary for the fire. The experiments 
made on the Vienna railway have been 
so satisfactory that it has been resolved 
to adopt his apparatus, and to burn 
wood instead of coke.—From “‘ The Civil 
Engineer & Architect’s Jqurnal’’ of 
December, 1841. 

* * * 
WHAT'S IN A NAME? 

‘Call it the Alaska Highway and let 
people know what you mean. Do not call 
it the Alcan Highway, which to millions 
of people means nothing.’ This is the gist 
of a request made by the Hon. W. A. 
Fallow, Minister of Public Works for 
Alberta, to newsmen, publicists, and radio 


speakers, map-makers, and the general 
public. The term Alcan Highway, he said, 


was merely a bit of telegraphese coined to 
save toll charges in telegrams and radio- 
grams. ‘The word Alcan,’ said Mr. 
Fallow, ‘‘ is strongly objected to by public 
organisations in Western Canada, particu- 
larly motor associations, Boards of Trade, 
Chambers of Commerce, and Government 
officials, because, not only does it have an 
unpleasant sound, it is meaningless to the 
great mass of the public residing elsewhere 
than in the Canadian North-west. On the 
other hand, the name Alaska Highway is 
not only pleasant in soynd, but it carries 
the fine traditions and romance of the 


Northland, and is clearly understood by 
everyone.”’—Frvom ‘‘ Canada’s Weekly.” 
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“You just go back ’ome, ’Enery Tuppitt—all the village knows your 
journey ain’t necessary” 
[Reproduced by permission of the proprietors of “‘ Punch”’ 
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Drawing by G. Ford 


GIVING THE ‘‘ HIGHBALL ”’ 

Railwaymen in Canada and the U.S.A. 
use the term “ highball’’ when they want 
to signal ‘‘ go-ahead.”’ It is generally 
understood that this term had its origin 
in the days before modern signalling 
superseded the old ball signal, a device 
which consisted of a tall pole with two 
hoods suspended from a. yard arm from 
which coloured balls, in daytime, and 
coloured lights at night, were lowered by 
hand as “ go ahead ’’ signals for the trains. 
If no balls or lights appeared from the 


hoods a “stop’”’ was indicated. Thus 
“ getting the high ball’ meant “‘ proceed.” 
* * * 


For 23 years L.M.S.R. banking engine 
No. 2290, the only 0-10-0 superheated 
Decapod locomotive in Britain, has assisted 
passenger and freight trains up the famous 
3-mile Lickey incline. So heavy is present 
traffic that three other banking engines 
now have to join couplings with “ Big 
Emma ”’ to get the war freights up this 
l1-in 37 gradient between Bromsgrove and 
Blackwell stations. 


* * * 


TAILPIECE 
tvavel at Easter is 
discouraged) 
Beautiful the meadows loom, 
And the hills are gay. 
Easter lilies fill with bloom 
Meadows far away. 
Yes, the distant scene is fair, 
But the railways cannot spare 
Rolling-stock to get you there. 


(Railway being 


Not for you the stream and beach 
Far away and fair. 

Make for those a bike can reach 
Or a shanks’s mare. 

Give the guns a non-stop run ! 
Travel will be better fun 

Later, when the war is won. 
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OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 
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SOUTH AFRICA 
Railway Wage Increases 

The following statement was issued 


recently from the office of the Minister of 
Railways & Harbours, Union of South 
Africa : 

[he railway administration, in keeping 
with the Government's effort to prevent 
inflation, has not favoured the policy of 
any general increase in wages during war- 
time, but rather has built up its reserves 
so that, during the war and after, violent 
fluctuations in the earnings of railwaymen 
might be avoided The policy is well 
justified by the experience gained in the 
aftermath of the war of 1914-19 

‘It has had under consideration, how 
ever, the special circumstances applicable 
to the lower-paid European 
employees, whose position for some time 
has called for improvement, apart from 
any special circumstances arising from the 
war. It has reviewed, therefore, the rates 
of’ pay applicable to these grades in order 
to determine to what extent it is practicable 
to authorise improvements. In its delibera- 
tions it has had the wholehearted support 
of the Federal Consultative Committee of 
Staff Associations in the view that, should 
opportunities occur tor improving the ser- 
vice conditions of the staff, the needs of 
the lower grades should enjoy priority of 
consideration 

‘“‘ The railway workers represent the main 
group of the railway servants concerned, 
and the administration referred to the 
Conciliation Board a petition submitted by 
them for improved conditions of service 
[he recommendations of the Conciliation 
Board, made towards the end of October, 
1942, have been accepted in large measure. 
[The commencing rate for adult married 
railway workers .will be increased from 
7s. 3d. to 8s. 6d. a day, and the maximum 
rate from 8s. 6d. to 9s. 6d. a day. The 
commencing rate for adult unmarried rail- 
way workers also has been increased, from 
6s. 3d. to 7s. 6d. a day, and the maximum 


grades of 


rate from 7s. 6d. to 8s. 6d. a day. 

Apart from these increases, improve 
ments have been effected in the scales of 
pay of graded railway employees whose 


maximum rate of pay is less than 12s. 8d 
a day, including employees under 21 years 
of age in all categories Cost-of-living 
allowances will be increased in accordance 
with the new wage rates.”’ 

The improved  service-conditions are 
operative from November 24, 1942; the 
number of employees atfected, both Euro- 
pean and non-European, 1s about 29,000. 


Revenue Records 


Iwo further revenue records for the 
South African Railways have been 
created Revenue for the week ended 
January 30 totalled £866,112, and, for 
the week ended January 23, £877,779. 
rhe previous record (£847,838) was set 
up in the week ended October 4, 1941. 

Railway Gymnasium 

The first railway gymnasium = was 

opened recently in the recreation hall in 


the New Station buildings, Johannesburg, 
by Brigadier C. M. Hoffe, General Man- 
ager, South African Railways & Harbours, 
who had consented to the hall being 
named the Charles Hoffe Recreation Hall 
He said that he appreciated the honout 
of having the hall named after him. 


Sanction for such expenditure was given 
by the Minister of Railways and the Rail- 
way Board, however, and it was largely 
due to the understanding of those men 
that they had been able to obtain the 
hall. <A large staff dining-room and a 
rest-room for women employed at head- 
quarters had also been provided. Con- 
tinuing, Brigadier Hoffe said: ‘‘ Although 
we have a very strong sick-benefit insti- 
tution, we believe in the modern concep 


tion of public health and welfare, and 
the administration has adopted the policy 
of preventing sickness by every means 
known to medical science. We employ 


a large staff of health and welfare officers 


throughout the Union and South West 
Africa.’’ 
Hours of Duty 
rhe Minister of Railways & Harbours 


stated recently that revision was contem- 
plated of the administration's policy con- 


cerning hours of duty for railway per 
sonnel To that end a committee had 
been appointed to investigate the ques 


sections of railway 
the recommenda 


affecting all 
Technically, 


tion as 
workers. 


tions of the 1925 committee were sup 
posed still to be the standard on which 
the administration was operating, but 
there was a great difference between the 


1925 and those of today. 


INDIA 


Compensation Bill Passed 

On February 25, the Central Government 
passed a Bill presented by Sir Edward 
Benthall, Chairman of the Central Advisory 
Council for Railways, which amends the 
Indian Railway Act. The Bill deals with 
compensation to passengers involved in 
accidents proved to have been due to a 
wrongful act, neglect, or default on the 
part of the railway administration. The 
limit of the latter’s liability is raised by 
the Bill from Rs. 7,000 to Rs. 10,000. 
Persons travelling wit} out tickets are not 
debarred from the right to compensation 


CEYLON 


Passenger Road Transport 

Che Bill providing for the formation of 
limited-liability companies for the operation 
of passenger road-transport services has 
been passed by the State Council. It will 
be recalled that the Bill (to which references 
have been made recently in The Railway 
Gazette) sought to provide for the amalga- 
mation of small undertakings and individual 
owners into companies of this type operat- 
ing under exclusive licences, and for the 
compensation of operators displaced by the 
scheme. The Bill, as passed, establishes 
that at least 85 per cent. of the share 
capital of each company shall be held by 
Ceylonese Arrangements for the forma- 
tion of companies will be in the hands of 
the Commissioner of Motor Transport, who 
the grant or refuse 


conditions of 


will have 
licences. 


UNITED STATES 


Long Island Passenger- Traffic 
Decline 
A recent enquiry into the finances of the 
Long island Rail Road (a subsidiary of the 
Pennsylvania Railroad) has shown the extent 


power to 
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to which the former has suffered from: sub- 
sidised subway competition. Befor the 
New York subway extensions into Long 
Island were completed, in 1931, the 
journeys of season-ticket holders to points 
within a 15-mile radius of the Pennsylvania 
station in New York totalled 34,000,000 a 
year, or 43 per cent. of the railway’s busi- 
ness; by 1941 the number had fallen to 
5,000,000, and the subways aiid their der 
bus-lines had taken 60 per cent. of the rail- 
way’s traffic in this area. Forest Hills 
Station once had 2,415  season-ticket 
holders ; there are now only 89. Even if 
the railway halved the cost of its 60-trip 
commutation fare, it could not compete 
with the 5-cent subway fare, which is xed 


by the municipality, irrespective of wh» ther 
profits are made or not, the taxpayer firing 
the balance in the event of a deficit 


Railways Hampered by Floods 


rhe last day of 1942 brought some further 
trouble to railways in the eastern states by 
reason of floods due to heavy rains. One of 
the worst-affected lines was the Baltimore & 
Ohio, which, because of a rise of 36} ft. in 
the level of the Ohio River at Pittsburgh, 
was compelled to abandon operation 
between McKeesport and New Castle, 
Pennsylvania, and also at Etna ; passenger 
trains between Chicago and the east were re- 
routed over the Pennsylvania line between 
Urichsville and Bessemer, and those to 
and from Cleveland over the Pittsburgh & 
West Virginia and Wheeling & Lake Erie 
west of Connelsville, Pennsylvania. Trains 
ran about 5 hr. late, but normal service was 
restored in less than 24 hr. At Cincinnati, 
the water level was 60 f+. above normal: 
but the railways there are located suftici- 
ently far above the river for the traffic dis- 
turbance to have been confined to speed 
restrictions and some flooding of freight 
lepots. In Pennsylvania and Ohio, the 
Pennsylvania Railroad had 98 miles of 
track, out of a route mileage of 318 miles, 
under water, end there was a number o 
washouts and smal! landslides, but by 
january 4 most of the trouble had been 
remedied 


A Pari-Mutuel Booking Machine 


A remarkable development on the Penn- 
sylvania Railroad is the installation, at the 
busy Broad Street Terminal in Philadelphia, 
of a pari-mutuel machine for the purpose of 
issuing tickets to suburban stations on the 
Harrisburg main line as far as Paoli, 20 miles 
distant. The stations are numbered from 
1 to 18, and single tickets only are issued 
The machine is a modification of the type 
used on race tracks, and precautions similar 
to those taken on the latter have been taken 
to prevent counterfeiting. It is in use from 
7 a.m. to 3 p.m. and from 4.45 p.m. to 
12.45 a.m. daily. Ticket issuing has been 
speeded up by the pari-mutuel installation, 
as the passenger can take his own ticket 
while the booking clerk is preparing his 
change 


Long Island Modernisation 


During recent months the Long Island 
Railroad has been expending considerable 
sums of money in modernising its structures 
and equipment, in a determined effort to 
arrest the decline of passenger traffic due 
to subway and bus competition. During 
1942, 94 of the company’s stations were 
repainted ; and, at the end of the year, 
38, on 9 of which work had been begun, 
were due for completion in 1943. The big- 
gest of these jobs completed in 1942 were 
the Flatbush Avenue Terminal and the 
station at Jamaica—a junction just outside 
Brooklyn on which the whole of the island’s 
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The exteriors of the 


tratlic is focused 

buildings of both these stations have been 
washed and sandblasted, and inside new 
terrazzo floors and new lighting fixtures 
ha been installed, lavatories have been 
thoroughly modernised, and cleaning staffs 
have been doubled. Similarly, the carriage- 
cleaning forces have been doubled; and 


ig 1942 half the passenger coaches were 





repainted externally, and one-third were 
repainted both inside and out Of the 
electric motorcoach stock, 159 coaches were 
fitted with electric brakes during 1942, 
leaving 190 to be dealt with \n extensive 
track-improvement programme is well in 
hand, including the laying of heavier rails, 
al the covering of the roadbed with 


crushed-stone ballast to keep down dust ; 
47 miles of track, involving the spreading of 


80.000 tons of stone, had been dealt with 
in this manner up to the end of the year 
1942 
New Locomotives 

The New York Central System has 

ived authorisation from the War Pro- 
juction Board to pure hase 25 4-8-2 loco- 
motives of the latest mixed-traffic type, 


and an order has been placed accordingly 
vith the Lima Locomotive Works. These 
are additional to the 25 locomotives of the 
same type ordered from Lima in February, 
1942, and now in course of delivery (see 
The Railway Gazette of February 26 they 
will bring the total of this useful class to 
100 engines. Of a heavy expenditure 
planned by the St. Louis-San Francisco 
Railroad for 1943, a considerable proportion 
is to cover new parts to be used in modernis- 
ing 165 locomotives 


ARGENTINA 


Linseed Oil as Fuel 


The Argentine Ministry of Agriculture 

s been authorised by a Government 
Decree to offer 180,000 tons of linseed oil 
use as a substitute for fuel oil and diesel 

of which there is a shortage 

Che surplus stocks of linseed, estimated at 
2,500,000 tons, will be drawn upon for the 
purpose of manufacturing the oil, which will 
be disposed of through the Fuel Distribu- 
tion Board; the latter will be responsible 
r seeing that the oil is not used in any 
other way Ihe present monthly con- 
sumption of heavy-oil fuel in the country is 
timated at 131,000 tons, and, as the 
1antity imported during the same period 
only 119,600 tons, there is a 
leficiency of 11,400 tons a month As soon 
the quantity of linseed oil in question 
disposed of, the Ministry of 
authorised to contract for 
an additional 100,000 


serious 


iverages 


h is been 
\griculture is 
the manutacture ol 


tons 


An International Bridge 


Negotiations relating to the proposed 
mstruction of an international rail and 
aad bridge across the Uruguay River 
between Paso de los Libres, in Argentina, 


and Uruguavyana, in Brazil (details of which 
vere published in The Railway Gazette of 
\ugust 14, 1942) are proceeding in Buenos 
\ires It is stated that the Brazilian 
\mbassador to Argentina, Dr. José de 
Paula Rodriguez Alves, has made a number 
of suggestions for the construction of the 
bridge by the mutual co-operation of both 
yuntries It is proposed that the iron 
quired for the Argentine section should 
be supplied by Brazil at cost price, on the 
condition that the Argentine Government 
agreed to furnish Brazil with the necessary 
ement and fuel oil under the same con- 
litions. 
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Transport Co-ordination and Railways 

Suggestions for the amendment of the 
National Transport Co-ordination Law, 
submitted to the Argentine Minister of 
Public Works by the advisory commission 
appointed for that purpose, have evoked 
a protest from the private railways on the 
grounds that the proposed amendments 
would create a chaotic situation similar to 
that which prevailed before the passing of 
the original Law. The memorandum states 
that laws for the co-ordination of transport 
passed in other countries have been framed 


to facilitate the proper regulation of the 
competition between the rail and road 
services, each of which has been left free 


to operate in its own sphere of influence 
without encroaching on that of the other. 

It is stated that the proposals now sub- 
mitted by the Transport Advisory Com 
mission form a violation of this principle, 
as the road transport services are accorded 
a freedom of action unknown elsewhere. 
[he companies point out that the defects 
in the existing law can be corrected only 
by the drawing up of an entirely new 
measure, designed to remove the present 
anomalies and inequalities and to secure 
the efficient co-ordination of the country’s 
transport services on a fair The 
note states that the proposed amendments 
tend to lighten, or eliminate, the obliga- 
tions imposed under the existing Law upon 
road transport, which is thereby favoured 
at the expense of its competitors. After 
analysing various features of the proposals, 
the companies’ note suggests that the 
whole case be re-examined by a committee 
of officials familiar with all aspects of the 
transport problem, with a view to framing 
a new law drafted in clear and unambiguous 
terms 


basis 


Coal Supplies 


\ccording to a cabled press message from 
Caracas, a Venezuelan coal-mining company 
has offered to supply Argentina with 
300,000 tons of coal a month. Official con- 
firmation of the offer is lacking at the time 
of writing, but it is stated that the proposal 
is under consideration, and that, if it were 
accepted by the Argentine authorities, the 
coal would be transported to Buenos Aires 
bv steamers of the Argentine State Mer- 
cantile Marine, which has a representative 
in Caracas The number of re- 
quired for the purpose is estimated at 30 


vessels 


with an average capacity of 10,000 tons 
each It is stated that the mines designed 
are located in Naricual, whence coal is 


conveyed by rail to the port of Guanta 


where loading facilities are already avail 
able 
Road Construction 
The latest statistics issued by the 


Argentine Roads Board show that the total 
amount expended on road _ construction 
within the Republic between January 1 
1933, and December 31, 1942, was approxi- 
mately 651,000,000 pesos (£39,060,000 at 
16% pesos to the £). ¢ )f this sum 422,000,000 
pesos £25,320,000) represents construction 
of highways, bridges and culverts; 
63,477,000 pesos (£3,808,620) was expended 
on maintenance; and the balance of 
166,000,000 pesos (£9,960,000) ab- 
sorbed in disbursements for new machinery 
and equipment, salaries and wages, rents, 
and other items. During the period under 
review, 22,306 km. (13,830 miles) of high- 
wav were constructed under the “‘ National 
Roads ”’ scheme, which is intended eventu- 
ally to embrace the whole country, at an 
extimated cost of some 260,000,000 pesos 
(£15,600,000) ; 29,496 km. (18,288 miles) 
under the ‘‘ Federal’’ system, at a cost 


was 
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of 139,000,000 pesos (48,340,000) of which 
sum half is borne by the Federal Govern- 
ment; and 10,000 km. (6,200 miles) on 
access roads to railway stations, involving 
an outlay *of approximately 24,000,000 
pesos (£1,440,000). 

[he board’s report states that on 
December 31, 1942, 8,000 km. (4,960 
miles) of highway, involving an expendi- 
ture of approximately 104,000,000 pesos 
(46,240,000), were under construction ; 
plans calling for an additional outlay of 
some 65,000,000 pesos (£3,900,000) were 
approved during 1942, for which the 
necessary funds had been allocated. 

Despite the difficult economic situation, 
which resulted in a considerable reduction 
in the fund derived from the petrol tax 
and other sources, 3,389 km. (2,100 miles) 
of highway were constructed during 1942 
in connection with the ‘‘ National ’’ system, 
at a cost of approximately 40,000,000 pesos 
(42,400,000) ; 1,010 km. (626 miles) in 
connection with the ‘ Federal’’ scheme, 
involving an outlay of over 16,200,000 pesos 
(£972,000) ; and 843 km. (513 miles) of 
access roads at a cost of 2,709,000 pesos 
(£162,540) ; and 10,631,000 pesos (£637,860) 
was spent on maintenance. [Some pre- 
vious figures on this subject were given in 
our February 12 issue, page 179.—EbD., 
R.G 


BRAZIL 


Companhia Vale do Rio Doce 
Companhia Estrada de ferro Victoria 
a Minas recently was incorporated into 
the Companhia Vale do Rio Doce, and 
negotiations between the Brazilian 
Government, the company, and _ the 
Import-Export Bank of Washington have 
terminated in an agreement whereby the 
bank opens a credit of $14,000,000 in 
favour of the company, for the purchase 
or lease of equipment in the United 


States, and for other expenses in con- 
nection with its programme of expan- 
sion. (Reference to this credit was made 


in The Railway Gazette of January 29, 
page 122, and April 2, page 340) 
Advances will ,be made against this 
credit, in accordance with the company’s 
requirements, up to December 31, 1946. 
Against each advance the company will 
issue a promissory note for the principal, 
payable in twenty years, and twenty pro- 
missory notes, each representing the 
interest for one year on the principal at 
4 per cent. a year. At the end of each 
year, as from one year after the maturity 
of the promissory note for the principal, 


one of these notes for interest will fall 
clue 

rhe liability of Companhia Vale do 
Rio Doce is limited to these notes for 
principal and interest, and they will 
be paid only out of the following 


revenues: (a) the equivalent in American 
dollars of 15 per cent. of the f.o.b. price 
of a ton (of 2,240 Ib.) of iron ore de- 
livered up to July 1, 1945, to the Metals 
Reserve Company or other agency of the 
United States Government, or to the 
British Government or an agency thereof; 
(b) the equivalent in American dollars of 
15 per cent. of the f.o.b. price of a ton 


(of 2,240 lb.) of iron ore sold and de- 
livered to any person or body after 
June 1, 1945, including the Metal Re- 
serve Company or other agency of the 
United States Government, or to the 


British Government or an agency thereof; 
and (c) the equivalent in American cur- 
rency of 2 milreis a ton of iron ore trans- 


ported by the railway and coming from 
any source, including the company’s 
mines. 
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The Railways of Asiatic Turkey 


Since the capital of Turkey was transferred to Ankara, the 
Republican Government has developed its railway system 
very extensively 


(From a Correspondent) 


the 
in 


war of 1914-19 and its 
the Middle East, the 
of the Turkish Republican 
yvernment has been directed more and 
more to the question of the extension of 
its communications, both road and rail, 
in Asia Minor, and many important im- 
provements have been effected, while 
others are under active consideration. 
The country itself is generally moun- 
tainous, rising southwards from the Black 
Sea to a series of mountain ranges run- 
ning generally east and west, intersécted 
with deep , valleys and innumerable 
ravines, necessitating considerable con- 
structional work in the form of bridges 
and viaducts. 

rhe principal line was the Baghdad 
Railway from Haidar Pacha (on the shore 
of the Bosphorus), through Izmid, south- 
wards to Eski’Shehr, Afion Kara Hissar, 
ind Aleppo, but part of this has been 
supplanted more recently by the route 
through Ankara (the capital) which leaves 
the earlier main line at Eski Shehr, and 
rejoins it at Ulukisla. Near Aleppo, the 
3aghdad Railway turns eastwards and 
follows the Turkish side of the frontier to 
Nisibin, and crosses a corner of Syria on 
its way to Mosul and Baghdad. From 
Eski Shehr and Afion Kara Hissar there 
are various lines covering the western 
parts of Asiatic Turkey, and reaching 
the ports of Banderma, Izmir (Smyrna), 
ind Adalia. 

The main west line 
newer (Ankara) portion of the 
Railway at Boghazlayan, and _ extends 
through Kaisarie, Sivas, and Erzerum, 
to the frontier where it joins the Russian 
railway to Leninakan and Tiflis. From 
Kolin, near Sivas, there is an important 


E’ ER since 


aftermath 
attention 


(i 


leaves the 
Baghdad 


to-east 


branch to the port of Samsun on the 
Black Sea. From Irmak there is a line 
running northwards to the coal port of 
Zongouldak, also on the Black’Sea. From 
Chetinkaya, east of Sivas, a line runs 
outh-east to Malatia, where it branches 
south-west to Fevzipasa, on the main 
line to Aleppo, and south-east to Diar- 


bekr and Bismil, which is to be extended 
ventually to join up with the Aleppo— 


Mosul railway by a short connecting 
length of rail from Bismil to Mardin (the 
present terminus of a short branch from 


Derbessie). 

In the west, it is proposed to extend 
the existing line from Mudania (on the 
Sea of Marmora) to Brusa on to Bozuyuk, 
vhere it would connect with the Haida1 
Pacha to Eski Shehr main line, and serve 
the rich silk weaving industrial areas of 
surveyed by 


Brusa. rhis section was 
August, 1941, but, so far as is known, 
no construction has yet been’ begun. 
Brusa lies at the foot of an enormous 
mountain massif and the work should 
prove heavy. 

The line between Sivas and Erzerum 


runs through the valley of the Firat, the 
northerly headwater of the River 
Euphrates. By reason of the steepness 
ind narrowness of the valleys, at least 
22 bridges were necessary in building this 


most 


line, in addition to a large number of 
tunnels. It is a single line of the Euro- 
pean standard gauge of 4 ft. 84% in., 


As iatic 
Sarika- 





which is practically universal in 
Turkey. Between Erzerum and 


mish, however, there is a narrow-gauge 
line laid by the Russians in 1916 which 
connects with the broad-gauge (5-ft.) line 
through Kars to the Russian frontier. 
References to the proposal to convert the 
narrow-gauge line between Erzerum and 
Sarikamish to standard gauge have been 
made on more than one occasion in our 
columns. 

Eastern extensions of the Turkish State 
Railways system are receiving consider 
able attention at present, and various im 
portant works are under construction o1 
survey, especially in connection with ex- 
tensions to the Persian frontier. In 
\ugust, 1941, the survey of the pro 
jected line eastward from Mamuret el Aziz 
Elaziz had been completed as far as Lake 
Van, and a year later (see our issue of 
August 7, 1942, page 138) the first sec- 
tion of the line, as far as Palu, a dis- 
tance of 44 miles, was reported to be 
open. The next section, from Palu and 
Karpahur, a further 40 miles, is now 
at work. In May, 1940, it was proposed 
to construct a line from Bismil to Lake 
Van, via Bitlis, with a ferry service across 
the lake to Van itself, but nothing seems 
to have been done so far. 

From Bismil, to which point the rail 
way from Diarbekr was opened on Sep 
tember 1, 1940, a line will run to Cizre, 
on the Tigris, with the object of serving 
the recently-discovered oil fields of Rama- 
dag on the River Batman, a tributary of 
the Tigris. There is no talk at present 
of extending this line to join the Aleppo- 
Mosul line, but it seems probable that, 
for strategic reasons, such an extension 
might be advisable. It would give direct 
access to Mosul and Iraq from the Black 
port of Samsun and‘ thus avoid the 
long detour through Aleppo. The present 
railhead is stated to be Kurtalan. 

An ambitious scheme for a line 
Erzerum to Istanbul, to be called 
Northern Line, has been planned, and 
survey work is actively in progress. This 
will run from Erzerum through Amasia 
Chorum, Cherkesh, and Bolu, to Duzje. 
Thence there is an existing branch via 
Adapazar to Arifie, on the main Haidar 
Pacha—Aleppo line Skirting the Pontie 
Mountains, this Northern Line will follow 


Sea 


from 
the 


more or less closely the valley of the 
Germeli Su to a point west of Gumush 
Hadji Keui, where it crosses’ the 
main stream of the Kizil Irmak be- 
fore it reaches Tosya. From Tosya the 
line will run through mountainous coun- 


try to Bolu before debouching on to the 
plain at Adapazar. <A study of the map 
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shows formidable engineering difficulties 
to be overcome by bridges and tunnels. 
Considerable use has been made by the 
lurks of concrete bridges over the innu- 
merable ravines and streams that descend 
from the mountains, and bridges are car- 
ried on high stone piers. 

The main purpose of the existing and 
proposed railways is undoubtedly the 
commercial and industrial development of 
the country. lurkey is very rich in 
mineral resources, but because of the 
difficulty of obtaining the necessary plant, 
these are not yet developed to anything 
like their capacity. There are oil, iron 
ore, copper, mercury, lignite, and man- 
ganese. In addition, important crops of 
tea, sugar, and tobacco are grown. 


The subject of the Turkish State Rail- 
ways is of topical interest at the present 
time in view of the visit to this country of 
the Turkish Production Mission. It ar- 
rived on January 10 and has visited many 
places of transport interest, as well 
various kinds of factories, and generally 
has studied our war effort. In a north- 
western factory on February 2 the Mission 
saw axle boxes, cylinders, and other spare 
parts for a Turkish locomotive order, and 
noted women at work on heavy jobs in the 
forge, the machine shops, and the moulding 
shed. This particular factory had a pre- 
war Turkish order to the value of £1,000,000 
for railway rolling stock, including 24 loco- 
motives, but Matilda tanks have since 
occupied major attention. 

On February 14 the Turkish Minister of 
Communications announced that Great 
Britain will deliver immediately to Turkey 
15 locomotives and 400 goods wagons, and, 
later, six ships of 10,000 tons each. 

On February 22, the Turkish Production 
Mission, which is headed by Major-General 
Sirri Seyrek, Director-General of Munitions 
Production in Turkey, visited the London 
Transport Central Bus Overhaul Works in 
West London. The other members of the 
party were Bey Celal Ime, Bey Niyazt 
Artunkal, and Bey Ferit Tanay (engineers), 
and Bey Adil Aktolug (chemist). Bey 
Imadettin Karacali acted as interpreter. 
Representatives of the Ministry of War 
Transport and the Ministry of Information 


as 


accompanied the party. Mr. W. T. Blair, 
Acting Works Engineer, welcomed the 
party, and Mr. H. L. Stallan, Assistant 


Works Engineer, and Mr. H. N. Charles, 
Engineering Superintendent, conducted the 
groups round the works. 

3uses in Turkey are imported and repair 
and maintenance problems in great variety 
have to be tackled, therefore, by Turkish 
engineers. The Central Bus Overhaul 
Works provided a lively interest. 

The engineering delegates from Turkey 
inspected Swindon Works G.W.R., on 
February 24, and were shown on a “ King’ 
class locomotive, decorated with the flags 
of the two countries, in the illustration in 
our March 5 issue, page 255. 








\NGLO-SPANISH CONSTRUCTION Co. LTD. 

The board of the Company announces 
that the Spanish Government has issued a 
decree dated March 13, as follows 


Article 1.—The Minister of Finance is 
authorised to increase the 3} per cent. 
amortizable debt issued in 1942 by the 


amount necessary to meet the payment of 
the net sums due in favour of Santander- 
Mediterraneo Company, with the same 
conditions and characteristics as are fixed 
in the said issue. 

Article 2.—The bonds representing the 
amount concerned shall be handed to the 


legal representatives of the said company 
in settlement of their credit, and the pay- 
ment shall be charged against the extra- 
ordinary credit which is authorised 

The amount due to Santander-Mediter- 
raneo Company referred to in Article 1 
was agreed by the Spanish Government 
under date November 25, 1941, at the 
figure of Pts.66,856,607.63, in respect of 
sums arising out of the construction and 
expropriation of the line. The Construction 
Company owns approximately 99 per cent. 
of the share capital of the Santander- 
Mediterraneo Company. 
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Some Scenes on the Railways of 


Asiatic Turkey 


(See article on previous page and map on page 406) 





One of the many bridges on the Turkish State Railways, necessitated 


by the mountainous nature of Asia Minor 





Platform view at Mudania Station, on the short line to Brusa which 


is to be extended to join the main system at Bozuyuk 





Station building at Chatalagzi, on the recently-built 
line along the Black Sea from Filyos to Zongouldak 
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Striking scene on the passage of the Baghdad 
Railway through the Taurus Mountains 


(A Turkish Ministry of the Interior photograph reproduced frou 
“Grand Turk” by W. T. F. Castle) 


Chatalagzi Station yard showing (left) the locomotive depot 
for 12 engines, and (right) staff houses 
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Engine Turntable Development on the 
Great Western Railway 


Ease of operation is a feature of the balanced-girder 
type now in use 


7 [E evolution of engine turntables from 

the rather crude arrangement of a 
short length of rail track, pivoted, and 
supported on four or more wheels, as 


used for turning early broad-gauge en- 
giues, to the carefully designed, powerful 
tables now in use, follows the progres- 
sive increase in the length and weight of 
railway locomotives. The old broad- 
gauge tables were mounted on a central 


bearing and the weight of the locomotive 


was carried on the turntable wheels and 
circular track: consequently turning a 
loaded table entailed very considerable 





In a later design a geared wheel was 
bolted to one of the plain wheels at each 
end of the turntable rails, and operated 
by hand-winding gear; the table travelled 
on a smooth, circular rail. This method 
proved satisfactory and was brought into 
general use; pushbars were also provided 
to assist in the turning operation. 

Most of the larger tables at present 
In use on the Great Western Railway are 
of the “ balanced-girder’’ type. Th 
movable platform, or ‘‘ engine cradle,’ 
consists of two main girders—65 ft. long 
for the largest turntables—held in posi- 
tion by short cross-girders. The 
long girders form the sides of the 


















cradle, and are known as “‘ over 
girders the engine rails are car- 








aa 








ried on built-up channel iron 
sections supported by the cross- 























girders. The whole — structure, 
which, for a_ 65-ft. turntable 


weighs about 40 tons, is balanced 
on a fixed ‘‘ centre-post and re- 
volves on a cup and ball bearing. 
With a balanced turntable of this 
type, the circular track, or ‘‘ race 
rail,’’ acts only as a guide rail 
for the turntable wheels, and does 
not carry the weight of the loco- 
motive, as was the case with the 
earlier type of turntable. 
The accompanying 
shows the relative parts of a cup 
and ball bearing for a_ balanced 


diagram 





turntable. It consists of a cast- 








4—Top of cast-iron centre-post. B 
cup. C—Half-round steel stud. D 


E—Suspension bolts for carrying engine cradle. 


F— Steel holder for bronze cup 


Diagram showing parts of a cup and ball 


bearing for a balanced turntable 


manual effort. lo turn the table more 
easily, hand-winding gear on each end of 
the table was connected with cogged 
wheels engaging in a circular track in the 
form of a toothed rack. 






Bronze bearing 
Cast-iron cap. 





iron centre-post, supported on a 
concrete foundation, the depth of 


which varies with the nature of 
the soil, and may be as much as 
15 ft. in some cases. The top of 


the centre-post carries a piece of 


very hard bronze with a 
‘“cupped’’ upper surface, in 
which the ‘‘ ball’’ part of the 
bearing revolves. The “* ball”’ is 
a half-round steel stud firmly 


held in a large cast-iron cap 
in the centre of the turntable _ be- 
tween the engine rails, and from 
which the entire cradle and table is 


carried by eight very strong suspension 
bolts; by adjusting these bolts the cradle 


Outdoor balanced-girder type of turntable 
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is raised or lowered until its engine rails 
are a quarter of an inch above the tracks 
leading to and from the turntable. 

The point of contact between the ball 
and the cup is barely 1} sq. in., but the 
working is so smooth that an engine of 


the ‘“‘ King’’ Class, which, with loaded 
tender and including the turntable, 
weighs about 175 tons, can be pushed 


round quite comfortably by one man. 
At several points on the Great Western 
Railway there is an occasional necessity 
to turn larger engines than the turntable 
is provided for, namely, 45 ft. or 55 ft. 


unbalanced tables propelled by hand- 
winding gear. A cheap and_= simple 
method called the extension bar has been 
used. At one end of the turntable two 


iron bars, tongued at one end and curved 
upwards at the other, are fixed alongside 
the engine rails so that they can be raised 
and made to rest on top of the rails. In 
this position they slope gently up from 
the tongued end and project several feet 
beyond the pit wall, thus forming an ex- 
tension of the turntable track. While 
being turned the locomotive stands partly 
on the track and partly .on these bars; 
on completion of the turn the engine is 
backed clear of the bars, which are then 
replaced alongside the track, leaving the 
rails clear for the locomotive. 

The ‘“‘ inside’’ type of balanced turn- 
table, used in running sheds, differs con- 
siderably in appearance and design from 
the ‘‘ outside ’’ type. In order to avoid 
obstruction in the shed all supporting 
girders are placed below ground level, 
which, of course, necessitates the con- 
struction of a much deeper pit. As will 
be seen from the illustration, the revolv- 
ing circular platform forms part of the 
shed floor. In a modern running shed 
the turntable works in conjunction with 
28 fixed tracks, which radiate from it in 
‘‘star’’ pattern; each track is provided 
with an engine examination pit, and 
usually a separate smoke trough. 

The heavy locomotives now in use and 
the great weight concentrated on the 
central pivot of the balanced-girder type 
turntable necessitates very large concrete 
foundations, and the main girders need to 
be of sufficient strength throughout to 
sustain the load without too much deflec- 
tion at their ends. These considerations 
necessarily increase the cost, and the 
problem of finding a less expensive, but 
satisfactory, turntable has been con- 
stantly under review by the company’s 

(Continued on page 417) 
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Mundt turntable in course of construction, In the foreground is the pit and on the right beyond 
the pit the table may be seen, ready for placing in its working position 


** Castle” class loco- 

motive on a Mundt 

turntable which is being 
operated by two men 
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Above: An early turntable with broad-gauge rails at the 
Paper Mills Sidings, Ely, near Cardiff 
Right : An example of an inside turntable 


ENGINE TURNTABLE DEVELOPMENT ON THE GREAT WESTERN RAILWAY 
(See article on page 409) 





dt 
ug 


SS SO Sis See 








KUM 


{pril 16 & 23, 1943 


THE RAILWAY GAZETTE 


411 


RAILWAY NEWS SECTION 


PERSONAL 


Mr. O. Cromwell, Chief Officer for 
Labour & Establishment, Southern Rail- 
has been appointed Chairman of the 
Stuff Committee of the Railway Execu- 
ti Committee, Chairman of the Rail- 
ways Staff Conference, and Chairman of 
the railways side of other national bodies 
concerned in railway staff negotiations. 
Mr. H. Hauxwell, District Goods & Pas- 
»nger Manager, Northampton, L.M.S.R., 
10, as recorded in our February 26 issue, 
1as retired, entered the service of the Lan- 
shire & Yorkshire Railway in 1895. After 


way, 


os 





Mr. H. Hauxwell 


District Goods & Passenger Manager, 
Northampton, L.M.S.R., 1935-43 


passing through all sections of the Goods 
Department, he became an Outdoor Assis- 
tant to the Chief Goods Manager at Man- 
chester in 1902, and subsequently was 
appointed Assistant to the District Goods 
Superintendent for the Central Division of 
Lancashire at Bury in 1906. In 1910 he 
became Assistant Superintendent at Hull, 
and was appointed Superintendent. & 
Steamship Agent at that port in 1919. 
He became District Goods & Passenger 
Manager, Northampton, in 1935. From 
1914-19 Mr. Hauxwell acted as Deputy 
Transport & Storage Officer to the Wool 
Section, Ministry of Supply, operating from 
London. 

Mr. G. Parsloe has been appointed 
Secretary of the Institute of Welding. 


Mr. W. R. Fitzgerald, Deputy General 
Manager (Works), Bengal-Nagpur Railway, 


has been appointed Agent & General 
Manager, in succession to the late Mr. A. 


Duncan. 

The Rt. Hon. Lord Aldenham, who is a 
Director of the London Midland & Scottish 
Railway Company, has been appointed a 
Director of Edmundsons Electricity Cor- 
poration Limited. 

The Ministry of War Transport has 
appointed Mr. J. H. Stirk, J.P., M.Inst.T., 


to be Regional Transport Commissioner, 
Eastern Region, in succession to the late 
Sir Haviland Hiley. Mr. Stirk will con- 
tinue to control the North Midland Region. 


Mr. Cecil Baillie-Gage, Solicitor to the 
Great Northern Railway (Ireland), who, 
as recorded in our March 19 issue, retired 
on February 27, on attaining 65 years of 
age, had occupied that position since 1910, 
Mr. Baillie-Gage was educated at Chelten- 
ham, and at Trinity College, Dublin, and 
was admitted a solicitor in May, 1900. In 
September, 1904, he was appoinged Assistant 
Solicitor to the former Great Southern & 
Western Railway, Dublin, and, in January, 





[Dublin 


Lafayette] 
Mr. Cecil Baillie-Gage 


Solicitor, Great Northern Railway (Ireland), 
1910-43 


1910, joined the staff of the Great Northern 
Railway (Ireland) as Solicitor to the com- 
pany. During the earlier part of his term 
of office, Mr. Baillie-Gage carried out a 
considerable amount of Parliamentary work 
at Westminster. His associations with his 
colleagues in the railway service and with 
members of his profession have been always 
of the happiest, and his extensive knowledge 
of railway law and legal procedure have 
been invaluable. Mr. Baillie-Gage served 
under six chairmen. On his retirement, the 
board made a minute to place specially on 
record its appreciation of the services ren- 
dered by him and its gratification at his 
willingness to continue to adv.se the 
company in a consultative capacity. 

Mr. W. B. Carter, Head of Goods Revenue 
Section, Chief Commercial Manager’s Office, 
Watford, L.M.S.R., who, as recorded in our 


February 26 issue, has been appointed 
District Goods & Passenger Manager, 


Northampton, entered the service of the 
former Great Northern Railway in May, 


1909, and during the next three years 
obtained general passenger and _ goods 


experience at Wragby, at Boston (as relief 
clerk), and at Melton Mowbray. In June, 
1912, he joined the then London & North 
Western Railway, and served in the Goods 
Department, at Nottingham, and, later, at 
Bedworth, until1915. From then until 1919 
excluding his period of service with the 


Royal Naval Volunteer Reserve, as wireless 
operator, he served as a runner, covering 
subjects appertaining to goods and passen- 
ger station and trains operation, in the 
Lancaster & Whitehaven District Traffic 
Superintendent’s Office. In 1919, Mr. 
Carter was transferred to the District 
Goods Manager’s Office, Birmingham, as a 
runner, covering all phases of goods-station 
working ; and, in 1923, he went to Western 
Divisional Headquarters at Manchester as 
Outdoor Representative, dealing with 
goods-station working and cartage. From 
1925 to 1936 he served successively as 
Chief Transit Clerk, Chief Commercial 
Clerk, and Commercial Assistant (Goods) 
in the District Goods & Passenger Manager’s 





Mr. W. B. Carter 


Appointed District Goods & Passenger Manager, 
Northampton, L.M.S.R. 


Office, Sheffield ; in the latter year he went 
to the District Goods & Passenger Mana- 
ger’s Office, Northampton, as Assistant 
Manager. In 1938 he joined the Chief 
Commercial Manager’s Department at 
Euston as Head of the Goods Revenue 
Section. During the period of Mr, T. E. 
Argile’s Chairmanship of the R.E.C. Goods 
Committee, Mr. Carter served as Chairman 
of R.C.H. committees dealing with impor- 
tant subjects arising from war conditions, 
including matters affecting Ministry of 
Food and Ministry of Supply liaison com- 
mittees. 


NATIONAL RAILWAYS OF MExIco 

Changes in the personnel of the board of 
administration of the National Railways 
of Mexico are given in an article on page 418 
and form the subject of an editorial note 
on page 398 

Mr. S. Vernon Harcourt of the Chief 
General Manager’s staff of the London & 
North Eastern Railway has _ retired. 
Every summer before the war Mr. Vernon 
Harcourt’s services were enlisted by the 
Continental Traffic Manager to act as 
‘host ’’ on the week-end cruises of the 
s.s. Vienna. That experience made him 
expert in organising games and enter- 
tainments of all kinds, and, according to 
a paragraph in the L.N.E.R. Magazine, 
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L.M.S.R. APPOINTMENT 
Miss H. Catto, Welfare sis- 
tant (Women & Girls), Lal r & 
Establishment Office, Watfo |, to 


life at H.Q.1, the emergency 
headquarters of the L.N.E.R. 
would have been much duller 
without Mr. Harcourt to suggest 


ways of spending leisure moments. be Chief Welfare Superinte dent \! 
His abilities also found scope ip (Women). exte 
the National Savings Movement, Mr. H. Heyes, District on- has 
and she was organiser of this troller, Patricroft, to be D\ crict ol W: 
movement for H.Q.1, and was Controller, Neicester, vic. Mr on tI 
indefatigable in extracting from |]. G. Rodway, retired. yeal 
every member of the staff the “Mr. G. J. Aston, As a ther 
largest possible contributions to Divisional Controller (Pass nger * 
National Savings. On a recent Services), Office of Div nal mun 
evening there was a large gather Superintendent of Operi..ion, inclu 
ing at H.Q.1, to make him a Derby, to be District Contr. Jler, num! 
presentation and bid him farewell Patricroft. East 
“ . Mr. G. E. Cowley, S<nior nun | 

Mr. C. G. W. Cordon, C.LE., Clerk (Passenger Timetabk) & “eo 
Agent & General Manager, Madras Deputy Chief of Divisional 1: ains 3 = 
& Southern Mahratta Railway, Office, Office of Divisional Super- ecm 
who, as recorded in our March 12 intendent of Operation, Der! to eo 
issue, has been elected President be Assistant Divisional Controller a a 
of the Indian Railway Conference (Passenger Services), Derby = a 
Association for 1943-44, joined Mr. H. Fielding, Assistant is- he 7‘ 


trict Controller, Fenchurch Street, 


the M.S.M.R. in May, 1914, as rg 
to be District Controller, Melton Ses 


in Assistant Traffic Superinten- 





dent, after having had _ consider- Mowbray. a 
ible previous experience on the Mr. G. H. Havday, Goods 7 
former Great Northern Railway in Agent, Maiden Lane, to be Goods nen 
this country, on _ the Beira, Agent, Commercial Road, sa will n 
Mashonaland, and Rhodesia Rail- Mr. A. W. G. Collins, retirin an or 
ways, on the Nigerian Railway, Mr. W. J. Theobald, Goods , on 
ind also in Cuba During the war Agent, Albion, to be Ee ds runni 
of 1914-19 he served on railways Agent, Maiden Lane. 1a 
with the Mesopotamian Expedi- Mr. G. F. Smith, Passenger of Se 
tionary Force. On the M.S.M.R., Agent, Southport, to be Parcels nahin 
Mr. Cordon was promoted first to Agent, Liverpool (Lime Street & soir 
be District Traffic Superintendent, Exchange), vice Mr. A. Simms, “- 
and then Deputy Traffic Manager retiring. : 
Commercial & Movement). Later Mr. J. Day, Chief Booking & wo, 
he was appointed Statistical Parcels Clerk, Huddersfield, to be withc 
Officer, and for a time served as Passenger Agent, Southport 
Chief Controller of Stores before : Mr. C. G. W. Cordon Mr. As Ashworth, Deputy \m 
being appointed Deputy Agent Storekeeper, Horwich, to be Kesi- sritai 
He was promoted finally to bs \gent & General Manager, M.S.M.R.; elected President, dent Storekeeper, Horwich, ce forces 
Chief Commercial Manager, before Indian Railway Conference Association, 1943-44 Mr. R. Berry, retired. to the 
becoming Agent in 1938. During Mr. W. Lester, District Fore- the A 
1937 Mr. Cordon officiated as Director of of the board in connection with the man, Carriage & Wagon Department, on él 
[raffic, Railway Board, and subsequently report of the Indian Railway Inquiry Larkfield, to be District Foreman, Bristol, the re 
was placed on special duty in the office Committee. vice Mr. T. H. Fox, retired. opera 
on cé 
Similz 





Back row (standing): Mr. P. Wood (G.I.P.Ry.); Mr. J. B. Remington (G.I.P.Ry.); Mr. D. M. F. Chisholm (E.I.Ry.); Mr. R. W. F. Butterfield (B.B.&C.1.Ry.) ; Mr. 
C. S. Mehta (Me.S.Ry.); Khan Bahadur N. R. Green (Morvi Ry.); Mr. R. S. Tripathi (Dh. S.Ry.); Mr. J. P. Jain (D.R.L.Ry.) ; Rai Saheb Girdharlal D. Mehta 
(J.&D.Ry.) 

2nd row (standing Mr. Y. K. Ramachandra Rau (Jp.S.Ry.) ; Mr. H. N. Ray (B.P.Ry.); Mr. G. A. Rowlerson (B.&N.W.Ry.);_ Mr. A. T. Pegge (B.L.Ry.): Mr. A. 
Mair (R.&K.Ry.); Mr. D. Y. Anderson (J.S.Ry.); Mr. F. D’Souza (Bk.S.Ry.) ; Khan Bahadur M. A. Rashid (G.B.S.Rys.) ; Mr. K. R. Ghatge (Sc.S.Rys.) ; Mr. A. 
Boxall (N.S.Ry.); Mr. S. G. Pick (1.R.C.A.) 

Front row (sitting Mr. R. N. Mirza (M.S.Ry.); Mr. J. R. Izat (B.&N.W.Ry.); Mr. J. N. Nanda (N.S.Ry.); Mr. G. E. Cuffe (G.I.P.Ry.); Mr. C. G. W. Cordon 
(M.S.M.Ry.); Mr. G. C. Laughton (President, I.R.C.A.); Mr. J. W. Gordon (J.Ry.); Mr. R. E. Marriott (E.I.Ry.); Mr. A. C. Griffin (N.W.Ry.); Mr. L. P. Misra 
(B.&A.Ry.); Mr. J. F. C. Reynolds (S.1.Ry. 


INDIAN RAILWAY CONFERENCE ASSOCIATION 
Group taken at New Delhi during the 45th session which began on November 20, 1942 
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TRANSPORT SERVICES AND THE WAR—186 


Easter Holiday Transport 
\lthough the Easter Holiday has been 
extended, the Minister of War Transport 
has decided that, by reason of the pressure 
traffic, restrictions must be placed 
on travel similar to those at Easter of last 


yea Between April 22 and 27 (inclusive) 
there will be no more long-distance passen- 


ains on any weekday than the maxi- 
number run on any ordinary weekday, 





mul 
including Saturdays, in March, 1942. The 
number of long-distance trains run on 
Easter Sunday will be limited to the 
number run on an ordinary Sunday in 
March of last year 

[rains normally run in parts may con- 
tinue to run in parts, but each part will 
count as a separate train. If, for instance, 
in March, 1942, a particular train was run 


on an ordinary Friday in three parts and 


on an ordinary Saturday in two parts, 
the railway company concerned can run 
it in one, two, or three parts on any day 
throughout the holiday period except 
Sunday 

Local train services on Easter Monday 


will not exceed the number of trains run on 
an ordinary Monday in March, 1942. 

These restrictions will not affect the 
running of such extra trains may be 
necessary for Service duty traffic and work- 
men, or in cases where a substantial number 
f Service personnel returning from leave 
cannot be accommodated on the ordinary 


as 


services 

During the restricted period the compara- 
tively few remaining restaurant cars will be 
withdrawn 

Service Leave 

\merican Army now in Great 
Britain are co-operating with our own 
forces in reducing Service travel at Easter 
to the minimum. Generally, no member of 
the Army or Air Force will be proceeding 
on either 7-day or 48-hour leave during 
the restricted period, with the exception of 
operational air crews and those travelling 
compassionate or embarkation leave. 
Similar arrangements are being made by 


forces 


on 





the Navy so far as shore-based personnel 
are concerned. 

Army leave has also been adjusted to 
avoid return travel on the Easter Sunday 
and ‘the following Monday and Tuesday. 
Personnel are being despatched as usual 
up to Friday, April 16 (inclusive), except 
that personnel qualifying for 14-day leave 
were not despatched on the previous 
Monday and Tuesday, April 12 and 13. 
Personnel going on 7-day leave may also 
be despatched on Saturday, April 17. 

On Monday, Tuesday, and Wednesday, 
\pril 19, 20, and 21, personnel will be 
leaving only on 9 or 14-day leave. Normal 
arrangements will be resumed on Wednes- 
day, April 28 

Assisted Travel 

During the closed Easter period, free or 
assisted journeys by civilians under various 
assisted travel schemes will be discontinued. 
These include visits to evacuees, free or 
assisted journeys by evacuated staffs of 
Government Departments, and transferred 
workers, and free leave journeys by Civil 
Defence personnel. 

Tube Station Entrance Lighting 

Experiments made at Oxford Circus 


tube station, London Transport, to en- 
able it to be seen better during the black- 


out, have proved successful, and other 
stations are now to be dealt with on 
similar lines. Immediately outside the 
station a substantial wall has been built 


on top of this, illuminated signs of 
have been 


ind, 
the standard Underground type 


fixed at right angles to the station build- 
ing. The wall serves the double purpose 
of dividing traffic into two streams and 
screening the lighting on the stairway 
leading to the booking hall. The light on 


this stairway has been increased three- 
fold and adds greatly to the comfort of 


passengers. 


At many other stations in the Central 
area, similar arrangements are _ being 
made. At Piccadilly Circus, Trafalgar 
Square, Tottenham Court Road, and 


women are employed in a variety of ways. 
repairing, and (above) cleaning colour-light signalling apparatus. Other 
tasks performed by women at these shops are those of storekeeper, 
carpenter, and engraver. 

released men for the Forces 
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THIS MUST BE 
oR HOLIDAY 





R.E.C. “* No travel” poster 
other stations with booking halls below 
the roadway, the stairwell entrances will 


be to screen the stairs and 
permit lighting to be increased. 


Chairman Thanks L.N.E.R. Staff 

\fter the annual general meeting of the 
L.N.E.R., the chairman, Sir Ronald W. 
Matthews, sent the following letter to Mr 
C. H. Newton: 

‘“My dear Chief General Manager, 

““ Now that I have been able, so far as 
the Censorship permits, to give some 
indication as to the accomplishments of the 
men and women of the ‘ London & North 
Eastern’ during 1942, a story which, 
imperfect though it was, was warmly 
acclaimed by press and public, I feel it to 
be my duty and my privilege to convey that 
appreciation to you, and through you to 
every one of the company’s servants. 

To that, Chairman of our 


hooded SO aS 


great 


as 





* In the Signal & Telegraph Engineer’s shops of the L.N.E.R. at York, 


Our views show (left) clock 


They are giving complete satisfaction, and have 
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Glacier Bridge curve, 14 miles from Skagway, on the White Pass & Yukon Railway. 
locomotives are required to haul the train up a 2,800-ft. gradient. 


Three 
This railway, which links the 


Alcan Highway with the sea, is being worked by the U.S.A. Army 


undertaking, | must add a few words of 
personal gratitude to you as leader and all 
who serve under you, however great or small 
their responsibilities. It is only as a team 
vith an inspiring captain that men and 
women can achieve the best, and as such a 
team you have worked in 1942 

‘I have no doubt that the current year 
will make even greater demands on the 
company. I said recently that supplies are 
the backbone of military success, and the 
impending hammer blows of the Allied 
Nations must lose none of their force 
through any failure of our National Trans- 
port Services I am confident that there 
will be no failure so far as London & North 
Eastern men and women are concerned 

rhe best of luck to you and your team 

throughout 1943.’ 


Bolivia Declares War 
Bolivia declared war against the Axis 
nations on April 7. In view of this declara- 


tion, special interest will attach to our notes 
regarding the Brazil-Bolivia Railway pub- 
lished at page 390 of our April 9 issue, and 
to the new road link with Argentina, par- 
ticulars of which are in our March 26 issue 
page 342) 

German Through Train Services 

[he winter timetable in 
Reichsbahn and railways in occupied 
countries since November, 1942, maintains 
the international services which have now 
been run since early in 1941. The services 
in the Low Countries and Northern France, 
summarised below, are all so-called “‘ D”’ 
trains, which means that a supplement has 
to be paid, which however does not convey 
a right to a seat These trains are now a 
feature on Belgian and French railways, 
where they were unknown before the war. 
Some of the trains follow routes which 
vary from the pre-war main routes. As a 
main centre in these occupied territories, 


force on the 





U.S. Army “train conductor” collecting tickets of civilian passengers on the White Pass & Yukon 


Railway. 


Note lighting, heating, double windows, and other appointments of the carriage, of which 


there are 22. The line is owned by a British company, but is leased to the U.S.A. Army for 


the duration of the war 
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Lille takes a prominent place in the time- 
tables. Sleeping cars are run on the night 
sections, and dining cars on the day sections 
of all the following international trains :-— 


Night.—Berlin (Friedrichsstrasse)—Duisburg—— Aachen 

-Liege—-Namur—-Paris (Nord), with a section for 
Brussels detached at Liege. Follows unusual route 
between Berlin and Aachen. 

Day.-—Berlin (Friedrichsstrasse) —Cologne—Brussels 
(Nord)-—-Paris (Nord). Follows unusual route vig 
Brussels. 

Night._Vienna-—Cologne— Brussels (Nord)- Lille 
New wartime connection from Cologne to Lille 

Day.-—Brussels (Nord)—Lille. 

Day.-—Brussels (Midi)—Lille. 

Day.-Frankfurt—Cologne— Brussels (Nord) 

Day.--Amsterdam—-Brussels (Nord)—Paris (Nord) 
Uses Brussels (Nord) instead of the Midi Station as in 
pre-war days. 

Day,-—Brussels (Nord) -Amsterdam. 

Day.—Berlin (Friedrichsstrasse)-—Rheine——-The Hague 
and Amsterdam. 


Night._-Berlin (Friedrichsstrasse) — Rheine The 
Hague. 
Day.--Schaerbeek--Brussels (Quartier Leopold) 
Namur—Dinant--Nancy. Entirely new wartime con- 
nection. 


Day.--Schaerbeek--Mezieres Charleville along same 
route, and three times weekly extended to Nancy 
Day.—-Two trains Brussels (Nord)—-Luxembourg 


Day/night.—-Two trains Berlin (Anhal er)-- Erfurt 
Saarbrucken-—Paris (Est). New wartime train. 
Day, night.-Berlin (Potsdamer)-—Kassel—Frankfort 


Saarbrucken——Paris (Est). New wartime connection 
In addition, there are a few military 

leave trains open in part to ordinary 

passengers 

German ‘‘ Austerity ’’ Locomotives 
[he new German locomotive type t 


succeed the Series "” (always 
described officially as a transition type 
is to be known as Series ‘‘ 42,”’ and pr 


duction is now planned to begin in 1944 
considerably later than previously 
announced. German locomotive produc- 
tion is said to have ‘‘ increased by 92} 
per cent.’’ as a result of the adoption of 
simplified construction methods. Stan 
dard German locomotive types are said 
to have been reduced from 119 to 12 
with steam engines, and from 97 to 5 
with diesel and petrol engines. 


Oil Shortage on Uruguayan Railways 

The Uruguayan Minister for Publi 
Works said on March 27 that 75 per cent 
of the country’s railway traffic was affected 
by the fuel oil shortage 


1942 U.S.A. Highway Traffic 

Despite the restrictions designed to con- 
serve lorries, tyres, ‘and petrol, it is a 
remarkable fact that the volume of traffi 
hauled over American highways during 
1942 was practically equal to that handled 
in 1940; the total figures were 46-7 and 
46-0 thousand million ton-miles respe 
tively. In 1942 this equality was main- 
tained principally by the -heavier loading 
of the lorries ; axle-loads in excess of 9 tons, 
which are illegal in 35 states because of the 
damage they cause. to roads, were nearly 
three times as numerous in 1942 as in the 
193621940 period. Trailer combinations, 
with from three to seven axles equipped 
with between 10 and 26 tyres apiece, 
carried about 29-2 thousand million ton- 
miles in 1942 as compared with 23-5 in 
1940, and the tonnage they moved in 1942 
was 74 per cent. greater than that carried by 
single motor lorries, whereas in 1940 the 
two types were carrying about the same 
total. The multi-axle combination units 
are relatively more numerous in the western 
states than in the east of the U.S.A. 


War use for New York *‘ El ’’ Cars 

Useful war occupation has been found 
for 55. bogie cars formerly used on the 
New York Elevated. These are now in 
service on the Illinois Terminal RR., 
carrying workers to and from the Oak 
and Sangamon ordnance plants near IlIlio- 
polis. The arrangement is that the 
I.T.RR. supplies electric locomotives and 
train-crews at an agreed flat rate, and 
that the Government finances the working 
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= No. 7 
-—Vigilance for Victory --.-— 





JE ME DEMANDE 





BUT DO I? 


Have | asked myself if | AM doing everything to 
turn-round Railway Wagons quickly * 


WHY IS IT NECESSARY ? 


—because one wagon must do the work of two to 
conserve materials and the resources of the Allied 
Nations. The materials in four wagons will build 
“Tank” 


are necessary and one ~ 


a 50-ton build four wagons more than 
Tank” is wasted. 
Waste (delays are waste of materials---time) is as 
much a menace as the enemy himself and must 
be attacked accordingly. 

Don't 
Railway 


fransportation is an instrument of War. 


blunt that instrument by delaying 


Wagons 
HOW YOU CAN HELP 


By tightening up organization trom office to unload- 
ing or loading point to get a quicker turn-round of 
wagons by reducing delays between arrival of 
wagons and loadings or offloading, by making the 
fullest use of wagon capacity and your power of 
unorthodox methods, such as 
Che Railway 


is making a drive within its organization to obtain 


planning and by 


nnloading on Sundays, holidays, et« 


a quicker turn-round 


| The quick turn-round of Railway Wagons 


is a National duty 





YOU MUST HELP! 








charges the fares, which are at the 
veekly rate of $1.50 a head for 6 jour- 
neys of 25 miles. The cars were bought 
by the Government, reconditioned by the 
\merican Car & Foundry Company at 
St. Charles, Missouri, and painted a tan- 
gerine shade, and finally tuned up by the 
I.T.RR. in its Decatur shops. Each car 
has three rows of seats running . longi- 
tudinally, two at the sides and one in the 
middle, and seats 80 persons. The first 
train ran on November 30, and was 
hauled by an electric locomotive painted 
red, white, and blue for the occasion. 


U.S.A. Box Wagons for Troop 
Transport 
In order to increase the amount of rolling 
stock available for troop movements, the 
Pennsylvania Railroad recently converted 


three bogie box wagons into passenger 
vehicles. One has been made into a sleep- 
ing car, with 32 bunks in three tiers; 


portholes have been cut for lighting, and 
the car has been made fireproof and pro- 
vided with heating and sanitary facilities. 
\nother bogie wagon has been converted 
into a kitchen car, and a third into a recrea- 
tion car. It is proposed to assemble these 
converted vehicles into trains of 16 cars, 
each with 14 sleepers accommodating in all 
448 men, and a sleeping and a recreation 
car. Such trains would greatly cut down 
the weight of stock required for troop 
movements, and would considerably ease 
the present strained rolling stock position. 
It is reported that the first experimental 
conversions have favourably impressed 
Director Eastman of the Office of Defense 
lransportation, and they now await the 
approval of the heads of the Armed Forces. 


Authority for Locomotive Scrapping 
It is not only for building new locomo- 
tives that authorisation is now required by 
United States railways, but also for scrap- 
ping old ones. The War Production Board 
has issued an amendment to its Limitation 
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No. 10 
---— Vigilance for Victory ---— 


WHAT does it take to move 1,000 tons one. mile every 
minute as the Nigerian Railway is doing * 


WHAT does it take to provide wagons when and where 
they are wanted over 2,000 miles of Railway to 
enable the present volume of traffic to be moved ? 

IT TAKES good 


organization. 


equipment, cetticient workers and 


IT TAKES full three-way co-operation between those 
who LOAD Wawons, the Railway that HAULS 
Wacons and those who RECEIVE Wacons— 
THREE FOR VICTORY. 


It is up to those loading Wacons to load 
promptly and to capacity and those who receive 
Wacons to unload right away and Nor use 


WAGONS as storage. 


The Nigerian Railway has the biggest transport- 
ation job in its history on hand. 


‘Three-way co-operation for Victory ! 
Load and unload wagons to-day not to-morrow 
Three for V. for T.N.T. 





DEMURRAGE CHARGES MAY BE INCREASED SHORTLY 


No. 11 


--— Vigilance for Victory «-— 
T.N.T. for Q.T.R. 





“All very well but how am | to know when wagons 
arrive for me?” 


CONSIGNORS. Examine your 
methods. Are you certain that 
you do all in your power to 
advise consignees you are railing 
goods to them ? 


CONSIGNEES. Examine your 
methods, too. Don’t rely only on 
advice notes. The absence of 
these does not exempt you from 
liability for demurrage. You 
have business with the Railway ? 
Do you enquire if you are expect- 
ing goods? Do you enquire by 
message or telephone regarding 
their arrival ? 


Remember—the quicker you load and unload wagons the 
quicker can the Railway fill them and transport for you 
again. Traffic needs are greatly in excess of existing 
means to move it. 


You can’t put a quart into a pint cup. Gulp the 
pint and give us the pot back again to refill for you. 


DEMURRAGE CHARGES WILL BE INCREASED 
AS FROM 15th NOVEMBER 1942. 











The Nigerian Railway has been active in the matter 
of the quick turn-round of wagons, including work 
on Sundays and holidays. We reproduce four 
of the current series of announcements which the 
Nigerian Railway inserts in the local press and 
distributes as handbills, for which we are indebted 
to Mr. C. E. Rooke, the General Manager. 
No. 12 appeared in “‘The Nigerian Daily Times” 
of January 12 last 


Order L-97, whereby this authority has 
established ‘‘ regulatory control ’’ over the 
‘repair, sale, dismantling, scrapping, or 
other disposition of surplus, used, or idle 
locomotives.’’ This amendment is intended 
to pave the way for the pooling of surplus 
or idle locomotives, so that they may be 
available for use in munitions and ordnance 
plants, where the present shortage makes it 
essential that all existing motive power 
shall be used to the utmost; it will also 
make possible the putting into serviceable 
order of locomotives which their present 
owners have not the means to recondition, 
nor the use if they were reconditioned. The 
amended order provides that a locomotive 
may not be scrapped or dismantled unless 
specific authority has been obtained from 
the Director-General for Operations of the 
W.P.B., after submission on Form PD-747, 


Tyre Control in Canada 

Before the extension of the war into the 
Pacific, the quantities of rubber available 
for civilian purposes in Canada were being 
gradually reduced on a sliding 
that by February, 1942, consumption was 
down to 70 per cent. of the monthly average 
during the twelve months ended May 31, 
1941. Immediately after the Japanese 
attack in the Pacific, much more drastic 
steps were taken to curtail the use of 
rubber. The sale of new tyres and tubes 
came under control in January, 1942. On 
May 15, 1942, previously-issued tyre and 
tube regulations were consolidated, and 
still more severe restrictions were intro- 
duced which limited for the first time the 
purchase of retreaded tyres, used tyres and 
tubes, and retreading services. The control 
over new tyres and tubes was also tightened 
so that fewer than 1 out of every 16 motor- 
cars in Canada would be permitted new tyres 
and tubes during the next 2 years. When 
the Order was issued, it was pointed out 
that no new civilian passenger tyres were 
being manufactured and that, even with 


scale, so 





-— WIGILARCE FOR VICTORY. — 


THE RAILROADS OF THE U.S.A. 





carried 99 per cent more traffic in the first six 
months of 1942 than they did in the same period 
in 1939. 


THE RAILWAYS OF NIGERIA 





carried 71 per cent more traffic in tho first eight 
months of 1942-43 than they did in the same period 
in 1939-40 and 15 per cent more than 1941-42 the 
highest year’ on record. Promptor loading and 
unloading of wagons have helped to do it. 


Load and unload today and not tomorrow for 
quicker turn round of wagons. 


Maintain the effort 





T.N.T. for Q.T.R. 





strict control, the existing stocks would 
probably be exhausted by the summer of 
1944. 

It was estimated that only about 75,000 
essential motor cars could be supplied dur- 
ing the next 2 years. Of the remaining 
1,175,000 cars in Canada, about 800,000 
were not allowed replacement tyres of any 
kind. The other 375,000 motorcars may 
be able to buy some retreaded tyres or have 
some of their own tyres retreaded. The 
lowest eligible group under the May 15, 
1942, restrictions could look forward only 
to any used tyres that may be available. 
By September, 1942, rubber shortage, 
despite attempts to control it, became 
increasingly grave, and new tyre restrictions 
were established. A priority list for tyre 
covers was brought into force, and prefer- 
ence to the following types of vehicles is 
given, in the order stated :— 

|. Lorries and equipment regularly employed in the 


construction of war plants or projects, or serving their 
essential transport requirements. 


2. Lorries for carrying essential war materials, such 
as timber, ore, and stone. 


3. Lorries used for the transport of essential materials 
to and from munition plants. 


4. Lorries or buses on regular scheduled runs author- 
ised as economical and necessary. 


5. Lorries for carrying perishable foodstuffs, provided 
the transport is necessary and economical. 

Owners of eligible motor lorries and 
motorcars are now refused new tyres if they 
fail to employ retreading to obtain the 
maximum of service from their present 
tyres. 
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The Indian Railway Sadiya ‘“Railway— an _impertant line in lower-paid staff and in other amenities 
- agape the Assam war theatre—had been taken rhe great increase in earnings recently, 
Conference Association over temporarily by the Bengal & Assam justified the outlay. 
Railway as from April 1, 1942. Sir Edward Benthall said that his 
The 45th Session of the Indian Rail rhe President then said that, as he department was gradually inducing other 
way Conference Association began at  ynderstood the Honourable Member departments to recognise the high | rity 
New Delhi on November 20, 1942, under would have something to say on what that must be given to transport demands 
the presidency of Mr. G. C. Laughton. the railways had been doing during the if they were to give the service demand 
C.1.E., ].P., General Manager, Bombay, past year, he would pass on to the main of them. He hoped they had suc ‘ 
Zaroda & Central India Railway. theme of his address, namely, post-war in persuading the priority authorities of ‘ 
After thanking the association for his yeconstruction as applied to railways. the United Nations to go a considerable é 
election as President, Mr. Laughton wel- The first aspect of this vast problem was way to meet their most urgent demands 
comed the new Member (of Council) for the rationalisation of transport and in for new locomotives. But what had pi I 
War Transport, Sir Edward Benthall, particular road versus rail. “This thorny promised was insufficient, and wou no a 
and congratulated him and India on his problem would be greatly intensified in more than counterbalance their los f y 
ippointment to that office. He also con- [ndia by the turning over to civilian locomotives to special military require- \ 
gratulated the recipients of recent railway yses of thousands of mechanical road ments; many more were needed For a 
honours, including Sir Satyendra Nath vehicles and the release from the services immediate relief speedier repairs ne c 
Roy, Secretary to the Department of War of many thousands of trained drivers and were available, and curtailment of pas- d 
[ransport, Sir Bertie Staig, lately Finan fitters to work and maintain them. These senger services must continue. To explain it 
cial Commissioner, Railway Board, and men would all be hoping to make a living the position to the public a series of 
Sir Hugh Raper, Traffic Member, Rail- of some sort on the road, and there broadcast talks had been arranged e 
way Board, new knights; Messrs would, of necessity, be cut-throat com- Sir Edward next dealt with the dis S 
C. G. W. Cordon, Agent & General Man- petition between themselves and between tribution of essential foodstuffs. If large = 
ager, Madras & Southern Mahratta Rail- them and the railways. This very serious stocks suddenly became available. it —_ is 
way, and J. R. Harrison, Chief Mining problem should be tackled now and not possible that ‘the railways would ioe : 
Engineer, Railway Board, Companions —jeft until after the war To put transport considerable difficulty in moving ge al 
of the Order of the Indian Empire generally on a sound and rational basis quantities as freely as might be des “a si 
(C.1.E.), and a number of O.B.E’s and Yong require most careful planning and but, given priority instructions, they ul 
M.B.E’s, Khan 3ahadurs, and Rai apove all, the greatest co-operation be- would be able to move essential foodstuffs ne 
Jahadurs [The President also congratu tween the Central Government, respon- without undue delay. br 
lated Colonel Wagstaff, formerly R.E., ciple for the railways, and the Provin He then turned to his personal views ( 
on his appointment as Member of the cial Governments responsible for the of the Railway Department. Coming to 
Railway Board. roads and for the control of road trans- jt as a critical business man with ex- 


He then recorded with regret the port This, he said, was the time to act perience’ of Government offices in 
deaths during the previous twelve months on those lines delay would lead to [London. he expressed himself as very 
of the following railway officers chaotic and most undesirable results. agreeably surprised at its efficiency. His 

Sir Trevredyn Wynne, Chairman & Man- The President next reviewed the roll- views are set forth in an editorial note « n 
aging Director and sometime Chief En- ing stock position Many locomotives, page 398 in this issue. 
gineer and Agent of the Bengal-Nagpur ind particularly those from the metre- [he Member for War Transport, in 
Railway and President of the Railway gauge systems had gone overseas and referring to the President’s address, 


3oard were unlikely to return after the war. pointed out that improvement in the 
Major A. D. G. Shelly, Chairman, B.B Much rolling stock, including locomo- conditions of the lower paid staff would 
& C.I.R., and formerly Agent of that tives, would have become obsolete by the have to be in relation to the standard of 





line and of the South Indian Railway. time the war was over, and much more living throughout the country and made 
Brigadier-General Sir Valentine Murray would be obsolescent, possibly prema- possible by higher freights and fares. 
one time Traffic Superintendent, Oudh & turely, due to intensive use. The replace Higher pay could only be justified by 
Rohilkhand Railway ment of this stock and the rehabilitation higher efficiency in the individual. : 
Mr. W. P. Pechey, General Traffic Man- of the railways when peace was restored Having been engaged on working out a 
iger, B.B. & C.I.R. until 1922 was an enormous task. The ever-increas- post-war economy policy, the nature and 
Mr. R. Mair, Chief Engineer, East ing loads of trains was taxing power place of future international commodity 
Indian Railway facilities almost to breaking point, yet agreements and a scheme for post-war 
Mr. J. A. Tower, Chief Transportation from 10 to 30 per cent. more dead load relief of the occupied territories in 
Superintendent, Great Indian Peninsula was being hauled than was_ necessary, Europe, Sir Edward welcomed the Presi- 
Railway due to the design of coaches and wagons, dent’s approach to the subject of post- 
Mr. ( E. Dickens, Signal Engineer, which, in essentials, had not altered war reconstruction, and wished it was 
Bengal & Assam Railway during the past 30 years. In view receiving more attention from official and 
Mr. V. L.- Dean, formerly of the North of the great programme of stock to  ynofficial bodies in India. 
Western Railway, and General Secretary, be constructed immediately after the war, Referring to the question of building 
Indian Railway Conference Association, it would be folly to perpetuate conserva- Jocomotives in India, the Honourable 
ind Director of Wagon Interchange since tive designs, and immediate steps should Member said that the Railwav Board 
April, 1940, and be taken by the Standards Office to pre- was now planning to increase the output 
Mr. T. Christian, Assistant Secretary, pare modified and improved designs of new metre-gauge engines at Ajmer and ig 
I.R.C.A Coaches and wagons could be built in for the Kanchrapara shops of the Bengal sect 
To use the President’s words: ‘‘ Mr India, but only the Ajmer shops could & Assam Railway to be converted for 
Dean’s untimely death has robbed the turn out locomotives, and even there  broad-gauge locomotive building, during = 
association of one of its most loyal and equipment was sketchy The policy of the war if possible, and if not immedi- 
capable workers, and one who can ill be’ constructing locomotives in India had ately after. En 
spared. During the 2} years that Mr. been accepted, but the consideration of [he difficulty in post-war planning was ng 
Dean had been Director of Wagon Inter- ways and means had been deferred, and to know whether trade would then boom 1 
change, he had handled the difficult task the President questioned the wisdom of or slump. No one even knew what form 
of controlling wagon interchange on both this deferment If decisions could be the Central Railway Authority in India 
gauges with remarkable _ skill As taken and plans got out now, it would would take under the new constitution, mech 
General Secretary, his tact and cheerful not take long to build manufacturing or whether the railways would be split hon s 
good humour had endeared him to all. workshops immediately hostilities ceased, into sections. [Presumably the speaker tide 
In him we have lost a very good friend.’”” as there would be abundant capacity of meant in the event of there being sepa- “Th 
To fill the vacancy caused by the structural steel and hundreds of machines rate Hindu and Muslim States in plac of th 
death of Mr. Dean, the association had available as soon as war work stopped. of the existing Provinces.] oe 
secured, on loan, the services of Mr. The speaker expected an earlier supply He concluded by inviting all general Me 
S. G. Pick from the B.B. & C.I.R. of new locomotives in this way than if managers and any other officers to sub- aun 
Turning to general topics, Mr. reliance was placed on supply from Great mit their views on post-war reconstruc- +h ‘ 
Laughton referred to the transfer of his Britain or the U.S.A., countries that tion, in the form of letters to the Rail- re 
own railway, the B.B. & C.I.R., to would be pre-occupied with their own way Board. that i 
State management on January 1, 1942, needs. During the session Mr. C. G. W. the 
and the decision to transfer similarly the The third and last aspect of post-war Cordon, C.I.E., E.D., Agent & General ” © 
Bengal & North Western and Rohilkund reconstruction was, Mr. Laughton said, Manager of the M. & S.M.R. was elected — 
& Kumaon Railways as from January 1, the urgent need for improvement in the President of the association for the year ae 






1943. He also mentioned that the Dibru- standards of pay and quarters for the beginning April 1, 1943. instea 
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Repairing ‘Railway Arches 


raiders exten- 
arches on the 
London area. 


Some time ago enemy 
sively damaged several 
hern Railway in the 
were considerably weakened, and 
» shored up temporarily. It was neces- 
sary, however; to effect permanent repairs 
as early as possible, tackling four 30ft. span 
arches carrying two tracks. 
small thickening of the arch piers 
has been carried out in brickwork, and 
ew reinforced-concrete lining provided 
within the damaged brick arch rings. 
With the exception of a key portion 
about 5 ft. wide at the crown, the con- 
crete of the new linings has been placed 
during ordinary working hours without 
interfering with traffic over the viaduct. 
The placing of the key sections, how- 
ever, is carried out at week ends, between 
Saturday midday and early Sunday 
morning, during which period no traffic 
is permitted over the viaduct. Two such 
‘possessions’’ are required for each 
arch, making eight for the whole work. 
Subsequently, cement grout is applied 
under pressure into the joint between the 
new concrete lining and the old arch 
brickwork, to ensure complete tightness 
the joint over the whole of the arch. 


1 
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Reinforced concrete lining completed, and pressure grouting nearing completion 


Rs 


Fa pit 
ee 


Section of viaduct with reinforced concrete lining up to the key sections in progress in one arch, and another arch completed 


Engine Turntable Development on 
the Great Western Railway 


(Concluded from page 409) 


mechanical engineers with the result that 
for some time past the ‘‘ Mundt ’’ patent 
turntable has been given a practical trial. 

This type of turntable is used on many 
of the European railways and was speci- 
ally designed by an engineer named 
Mundt, of the Netherlands Railways, to 
deal with the heavy locomotives used on 
the trans-continental services. It differs 
from the G.W.R. balanced turntable in 
that the central pivot carries only part of 
the weight of the engine and tender being 
turned; most of the load is borne by the 
turntable wheels. By distributing the 
weight over three points in this way, 
instead of concentrating it on the centre- 


post, the central concrete foundations 
need not be so large, and lighter and less 
costly girders can be used for the engine 
cradle. Although the heavy load on the 
track rail involves considerably more 
effort for turning, this, to a large extent, 
has been off-set by. the use of ball-bear- 
ings on the turntable wheels and a special 
ball-race on the centre bearing. Two men 
at the hand turning gear can turn a full 
load quite comfortably. 

The track rails, which weighs 96 lb. 
a yard, must be laid absolutely level to 
ensure that the table will travel evenly 
throughout the turn: the rail joints, of 
which there are nine, are made diagon- 
ally, and each is supported on a special 
cast-iron chair to promote smooth run- 
ning. These and the other chairs are so 
spaced that, in turning a locomotive, the 


load on any chair cannot exceed 24 tons. 
Each length of rail, complete with chairs, 
is secured to a concrete bed by foundation 
bolts which pass through the chairs. 
When putting in the foundation, special 
hardwood blocks placed under the rail 
hold it approximately in position, and 
the final adjustments for levelling are 
made by driving tapered wooden wedges 
between the blocks and rail. When the 
whole track is proved level the chairs are 
permanently fixed in position with fine 
cement and sand. 

Mundt turntables have been installed 
at several places on the G.W.R. system, 
and their performance and working costs 
are being carefully watched. 

We are indebted to the Great Western 
Railway Magazine for the foregoing 
details and the accompanying illustra- 
tions. 
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North of Portugal Railway 
New. Wage Scale 


On Christmas Eve, 1942, was made public 
the new salary and wage scale for the per- 
sonnel of the North of Portugal Railway 
Company. This followed the approval of 
the proposals made by a commission, set 
up for the purpose at the end of October, 
1942, on the part of the Government and 
the management of the company, and the 
law provides for the following :— 

1. The salaries and minimum wages of 
the personnel in service on the lines man- 
aged by the North of Portugal Railway 
Company will be those indicated in the 
tables attached to this law. 

2. In cases where any employee, by the 
nature of his functions, aptitudes, or special 
qualities, merits a remuneration above that 
fixed by the tables for his category, the 
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be confirmed. In the second category will 
be included those who may be called on to 
perform duties, eventually, according to the 
requirements of service. 

7. The new salary and wage schedules 
enter into force on January 1, 1943. 

Two tables are appended to the law; one 
provides for the following minimum salaries 
of the personnel in service on the lines of 
the North of Portugal Railway Company :— 

|. For workmen and labourers the minimum daily 
wage will be Esc. 10300 (approximately 2s.). 

2. For the workshops personnel the present wages 
will be increased in the following manner, without 
affecting the rate stipulated in para. | :- 

(a) A minimum increase of Esc. 200 (about 5d.) aday 

on all wages of Esc. 25 $00 or less a day. 

(b) A minimum increase of Esc. | 300 (about 24d.) a 

day an all wages above Esc. 25 $00 a day. 

3. For the a:xiliary personnel present wages will be 
increased bya minimum of Esc. 2$00 (about 5d.) a day, 
on completion of one year’s service with the company. 

The other is given below and sets out 
minimum monthly — and approxi- 
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National Railways of Mexico 


Under a Presidential Decree which be- 
came effective on January 15, the 
administration composed of railway trade 


union representatives which has oper ited 
the National Railways of Mexico has been 
abolished, and a new board of adrnini- 
stration established. The new board con- 
sists of four Government and three u: 
representatives. One Government repre- 
sentative, appointed by the Treasury & 
Finance Department, acts as Chairman of 
the new board. The other three Govern- 
ment representatives include two ap- 
pointed by the Departments of Transport 
and Labour, and the General Manager of 
the railways. The members of the board 
include: Chairman, Ramon Betata, 
Under-Secretary of the Treasury & 
Finance Department; Vice-Chairman, 
Margarito Ramirez, General Manager of 


PERSONNEL OF THE PERMANENT CADRE Monthly 

Senior and Office Staff: Monthly Ist Class Brakesman 509300 (£5) 
Engineer-Chief of Service Esc. 2.600 $00 (£26) 2nd ,, 450 $00 (£4 10s.) 
Chiefs of Service (not engineers) 2.000 $00 (£20) Superintendent of Ticket- Collectors 750 $00 (£7 10s.) 


Engineer Sub-Chiefs of Service 
Sub-Chiefs of Service “ie 
Treasugers and Payclerks ... 
AsSistant Inspectors... , 
Commercial Agents 

." Principal Grade Section Chiefs 
Chiefs of Sections 
Principal Clerks 
Ist Class Clerks 


2nd °° 
ist Class Amanuenses 
o 

3rd , 

Ticket-Printing Works 
Chief Foreman 
Assistant Foreman 

Junior Staff 
Ist Class Office-Messengers 
2nd - 
Junior ‘Messenger 

Station Personnel 
Stationmasters (Principal Grade) 


(ist Class) ... 850 $00 = 10s.) Chief of Electrical & sean eae (ugery .. 
(2nd ,, ) 700 $00 (£7 Electricians 
(3rd ,. ) 650$00 (£6 10s.) Assistant Electricians ; 
Despatchers fie Class) 600 $00 (£6 Clock and as Instrument Keeper 
2nd ,, ) 550800 (£5 10s.) Linesmen 
(3rd sa” 00 (£5) 


Trainees for stationmastership 


Booking Clerk (Category a) 

Shunting Foremen 

Ist Class Pointsmen 

2nd 

3rd 

Merchandise Loaders Ist Class) 
o | » ) 

) 

Checkers (tally clerks) as a) 

Lampmen (lamp trimmers) 

Watchmen an 


Train and Ticket- <heciing 


Chief Guard 
Sub-Chief Guard... 
Conductor—Ist Class 
. 2n 
Category a.—Will become extinct when 
difference will be conceded to him in the 


form of a bonus. 

3. By the application of the attached 
tables no employee shall receive .a -salary 
or wage below that of which he is already 
in receipt 

4. The company will proceed with the 
remodelling of its cadres, in harmony with 
the requirements of working conditions, 
and the new organisation must be submitted 


to the Government, through the General 
Railways Directorate, up to the end of 
1942. 

5. In a Service Order, to be published 


not later than January 31, 1943, there shall 
be defined by the management the duties 
and rights of the personnel, both railway 
workers and auxiliary employees. 

6. The auxiliary personnel will be com- 
posed of two categories: (a) supplemen- 
tary, (b) casual. In “the first category will be 
included those who, duly qualified, are filling 
vacancies on the cadre in which, for some 
cause or other, they cannot for the moment 


500 $ 
Esc. 350$00 to 450$00 (£3 10s. to 


Esc. 400 $00 to 45000 (£4 to 


1.800 $00 (£18) 
1.600 $00 (£16) 
1.300 $00 (£13) 
1.300 $00 (£13) 
900 $00 (£9) 
1.300.300 (£13) 
1.200 $00 (£12) Head Drivers. 
1.000 $00 (£10) Ist Class-Drivers 
900 $00 (£9) 2nd ,, ” 


Ist Class ,, os 
2nd Class _,, ss 
3rd Class ,, 


Depot Chief. 


800 $00 (£8) eo « o nee 
700 $00 (£7) Firemen—Ist Class ... 
600 $00 (£6) - 2nd ,, 
500 300 (£5) me . ae 
Cleaners—Ist Class 
700 $00 (£7) = 2nd ,, 
450 $00 (£4 10s.) - ee 


Foremen Oilers 
550$00 (£5 10s.) 
500 $00 (£5) ” ” 
400 $00 (£4) ve ae 2nd 


950 $00 (£9 10s.) 


£4 10s.). General Foremen 
650 $00 (£6 10s.) Dist: ict - 
500300 (£5) Section : 
500 $00 (£5) Ist Class Rail Layers” 
450 $00 (£4 10s.) 2nd ,, ” me 
400 $00 (£4 rd vs ee é 
400 $00 (£4) Level-Crossing Guards 


350300 (£3 10s.) 








Principal Ticket-Collectors 


Material Inspectors- ~Chief 
Ist Class 


os % ae 
Telephone and Electrical 


650 $00 (£6 10s.) 
600 $00 (£6) 
550 $00 (£5 10s.) 
500 $00 (£5) 


1.000 $00 (£10) 

1.000 $00 (£10) 
800 $00 (£8) 
700 $00 (£7) 
650 $00 (£6 10s 
600 $00 (£6) 
550 $00 (£5 10s. 


500 $00 (£5) 
450 $00 (£4 10s 
400 $00 (£4) 
350 $00 (£3 10s.) 
400 $00 (£4) 
900 $00 (£9) 
650 $00 (£6 10s.) 
600 $00 (£6) 
550 $00 (£5 10s.) 
750 $00 (£7 10s.) 
450 $00 By 
700 $00 (£7) 
Esc. 450300 to $50 $00 Ly >. 
) 


Locomotive, Cleaning, and | Machinery 


Esc. 


8 


Permanent Way and Gemtvastion 


800 $00 (£8) 
700 $00 (£7) 
600 $00 (£6) 
550 $00 (£5 10s.) 


Esc . 200800 or 250$00 (£2 or 
£2 10s.) 
450 $00 (£4 10s. 





300 $00 (£3) Carpenters s.) 
600 $00 (£6) Bricklayers and Stonemasons 450 $00 (£4 10s.) 
400 $00 (£4) Bricklayers’ Labourers i sits sale - 350 $00 (£3 10s.) 
£4 10s.) AUXILIARY PERSONNEL 
Male Nurse a. wd nes Lament b) 600 $00 (£6) 

1.000 $00 (£10) Junior Office Staff Fa Esc. 250 $00 to 450$00 (£2 10s. to 
800 $00 (£8) £4 10s.) 
progeed tes 10s.) Junior Station Staff ... 250$00 to 400$00 (£2 10s. to 
600 $0 £4) 

the present Sites of the positions cease to occupy them. Lenaeeesti b.—Remains in the cadre 

mate sterling equivalents of the personnel the railway; Manuel R. Palacios, Under- 

in service on the lines of the North of Secretary of the Labour Department; and 

Portugal Railway Company. Pedro Martinez Torrel, Director of the 

; ieee Division of Railways of the Transport 
(See editorial note, page 398.) Department. 

The General Accountant, the Treasurer 

the Chief of Personnel, and the Purchas- 

ing Agent report direct to the General 


RE-USE OF ENVELOPES.—The Post Office 
states that the amount of new envelopes 
available is only 15 per cent. of the pre-war 
supply, and that it is the duty of every 
person in the country to make sure that 
a new envelope is not used unless it is 
unavoidable. If an envelope has been 
used only once, even an economy label is 
not necessary. The reverse side can be 
used for the address and the old address 
simply scored out. A small piece of gum- 
med paper over the flap only is required. 
Only 11-7 per cent. of the letters and 
12-1 per cent. of the printed matter posted 
in the country are contained in envelopes 
which have been used previously. 


Manager. 
have been appointed. 
has jurisdiction over the 


Two Assistant General Managers 
One, J. J. Franco, 
transportation, 


maintenance of way, motive power and 
rolling stock service departments, and 
auditors, special cars, instruction, tests, 
and analysis. The other, Pablo Hernan 
dez, has charge of the traffic, express, 
medical, statistical, police, and legal 
departments. 

Santos Fierro has been appointed 


General Superintendent of Motive Power 
and Machinery, and Juan C. Garcia has 
been appointed General Superintendent of 
Transportation, 


(See editorial note, page 398) 
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RAILWAY AND OTHER MEETINGS 
Bengal-Nagpur Railway Co. Ltd. 


fhe ordinary general meeting of the 

ngal-Nagpur Railway Co. Ltd., was 
heid at 132, Gresham House, Old Broad 
Street, E.C.2, on April 18. Sir George 
C. Godfrey, Chairman & Managing Direc- 
tor of the company, presided. 

The Chairman, in the course of his 
statement circulated with the report and 
i.ccounts, explained that the delay in con- 
vening the 84th ordinary general meeting 
was due to the late arrival of the accounts 
from India, due to the length of time 
taken by mails in transit. Since the last 
neeting the company had suffered a great 

s by the death of the chairman & man- 

ng director, Sir Trevredyn Wynne, on 
June 28, 1942. Sir Trevredyn had been 

outstanding figure in the Indian rail- 

y world; his work for the railways had 

vered a period of 68 years, of which 40 


had been spent in India, except for a 
gligible break of under two years in 
China. He had joined the Bengal- 
Nagpur Railway as the first Agent & 


Chief Engineer on the formation of the 
ew company in 1887 and resigned that 
position when he was appointed to the 
newly created Railway Board of India in 
1905—during those 18 years he had been 

ponsible for schemes and _ develop- 
ents, either completed or planned, 
which resulted in the Bengal-Nagpur Rail- 
vay becoming one of the most important 
ystems in India. Perhaps one of his 
ost remarkable achievements had been 
the wagon ferry across the Hooghly River 
between Shalimar and Kidderpore, the 
proposal for which had met with great 
opposition in 1898-99, but to which his 
persistent optimism and advocacy even- 


tually had gained assent. That ferry had 
worked well ever since its start, saving 
many miles of railway haulage on traffic 
to and from Calcutta Docks and had 
never failed to meet the calls on it even 
when the Calcutta Docks doubled and 
trebled their capacity. In later years as 


Chairman & Managing Director Sir 
rrevredyn had maintained the _ closest 
touch with the railway, always wishing 
to see it further extended in the wide 
areas within its sphere’ which - still 
remained without adequate transport 
service. 

On his death, the board had elected 
the Deputy Chairman, Sir Charles 


Stewart-Wilson, Chairman, and appointed 
Sir George Godfrey as Managing Director. 
Later Sir Charles decided that, due to 
health, he would prefer to revert to his 
former position, and the directors had 
elected Sir George Godfrey as Chairman 
& Managing Director from January 1, 
1943. 

The Chairman went on to say that he 
had to report a further serious loss 
through the sudden death, on January 
30, in India, of the Agent & General 
Manager, Mr. Alec Duncan, C.I.E. After 
many years’ service, working his way up 
through the commercial and _ transporta- 
tion branches of the Traffic Department, 
he had been appointed Agent & General 
Manager in 1937 on the retirement of Sir 
Vivian Jarrad. The board had appointed 
Mr. W. R. Fitzgerald as Agent & General 
Manager, an officer who had had long 
experience on the railway and was fully 
qualified to fill the position. 

As to the working results for the finan- 
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cial year ended March 31, 1942, the total 
earnings again were a_ record. At 
Rs. 13,32,55,925 they exceeded the pre- 
vious year’s record total by approxi- 
mately 14 crores of rupees, or, say, 
£1,125,000, and the company’s share of 
the surplus profits amounted to 
Rs. 21,62,448 or about £162,000. In 
ordinary times this would have enabled 
the board to propose an increase in divi- 
dend, but Indian taxation had increased, 
as in other countries, and the higher rates 
of income tax, plus a very heavy excess 
profits tax, would absorb a large portion 
of these profits. 

The total taxation liability in India 
was still under discussion in Calcutta be- 
cause the company had found it neces- 
sary to appeal against certain proposed 
assessments, and in particular against the 
low standard fixed for the purpose of cal- 
culating Indian excess profits tax. The 
appeal was in no way due to a desire to 
escape high taxation necessitated by the 
war, but there were particular causes, 
outside war conditions, which had 
brought about an increase in traffic earn- 
ings, which, in the opinion of the board, 
deserved special consideration in arriving 
at the liability for excess profits tax. 

In January, on very short notice, in- 
structions had been received that H.M. 
Treasury had decided to requisition the 


company’s 4 per cent. debenture stock 
along with similar securities of other 


Indian railways. Full details of the requi- 
sition had been published in the press, 
and the transfers and sales of the Bengal- 
Nagpur Railway debenture stock had now 
been practically completed. This class of 
stock therefore disappeared from the 
market. Had it not been requisitioned it 
could have been redeemed at par by six 
months’ notice on January 1, 1944. 

The report and accounts were adopted. 





The Midland Railway Co. 


The annual general meeting of the 
Midland Railway Co. of Western Aus- 
tralia Ltd. was held at Winchester House, 
Old Broad Street, London, E.C.2, on 
\pril 14, Mr. W. Sandford Poole, Chair- 
man of the company, presided. The 
Chairman in the course of his speech said 
that the gross traffic receipts of the rail- 
way for the year ended June 30, 1943, at 
£253,535, showed an increase of £69,977 
over those of the previous year. Work- 
ing expenses increased by £21,639 only. 
The net traffic receipts were £146,038, 
ind exceeded those of the year to June 
30, 1941, by £48,338. The balance of 

venue account for the year, after charg- 
ing loss of exchange on remittances and 
London expenses, amounted to £135,443, 


compared with £92,508 for the year 
1940-41; £60,000 had been allocated to 
depreciation and renewals account. After 


providing for Australian and British taxa- 
tion, interest on the first mortgage de- 
benture stock, and transferring £10,000 
to exchange contingency account, there 
remained a balance of £43,842. Adding 
the £43,980 brought forward from last 
year, the amount at the credit of revenue 
ccount at June 30, 1942, was £87,822. 

In view of the improved earnings of 


the current year, the directors recom- 
mended the declaration of a dividend of 
4 per cent., less tax at 10s. in the &, 


on the unified ordinary stock in respect 
of the year ended June 30, 1943. The 
um to be applied to redemption of rever- 


sionary certificates, if the foregoing 
recommendation was adopted, was 
£2,378. The balance to be carried for- 


of Western Australia Ltd. 


would 
with 


account 
compared 


ward to next year’s 
amount to £43,968, 
£43,980 brought in. 

All main sources of traffic had contri- 
buted to the increase in gross earnings, 
with the exception of livestock earnings, 
which had decreased by £852. Goods 
tonnage increased by more than 13 per 
cent. The number of passengers carried 
more than doubled, as compared with the 
figures in the previous year. Of the 
wheat transported, more than 95 per 
cent. was in bulk, and than 5 per 
cent. in bags. 

The increase of £21,639 in working ex- 
penses was due principally to the running 
of 44,830 additional train miles, to deal 
with this increased traffic. Wage in- 
creases, and higher fuel and commodity 
prices, also adversely influenced operat- 


less 





ing costs. Latest advices showed that 
the railway gross receipts for the eight 


months ended February 28 last totalled 
£252,708, an increase of £93,814 over 
those for the corresponding period in the 
previous year. Costs of materials and 
working expenses would undoubtedly be 
considerably higher. 

The Act governing the wheat industry, 
restricting the acreage to be placed under 
cultivation for wheat growing, to which 
he had referred last year, was, according 
to latest advices, still in force. 

The Chairman concluded by expressing 
the board’s appreciation of the zealous 
manner in which the company’s interests 
in Australia had been watched over by 
Mr. Jackson, their Local Director. 
Thanks were also due to Mr. Drake, the 


railway, 
staff, for 


General Superintendent of the 
and the other officers and the 
untiring services. 

The office of General Manager had re- 
mained in abeyance since the death of 


Mr. J. J. Poynton, until recently. Mr. 
D. W. Brisbane, who had had much ex- 
perience in railway administration, had 


now been appointed to that position. 
The report and accounts were adopted. 





G. D. Peters & Co. Ltd. 


The ordinary general meeting of G. D. 
Peters & Co. Ltd. was held on April 5 
at 70, Cornhill, E.C. The Rt. Hon. Lord 
Inverforth, P.C., Chairman of the com- 
pany, presided. , 

The Chairman in the course of his state- 
circulated with the 


ment which was 
report and accounts and taken as read, 
said:—It will be clear to you from the 


balance sheet that we have maintained a 
high level of trading, and we have in fact 
obtained a further increase in the value 
of our output. We have been very busy 
throughout the year, and the increase in 
the value of our output redounds to the 
credit of both the management and the 
workpeople. I feel that the continuing 
satisfactory relationship with our em- 
ployees is due in no small part to the 
sympathetic attitude adopted by the 
management to their problems and diffi- 
culties, and both sides are to be con- 
gratulated on the co-operative spirit they 
have displayed. The volume of orders 
on hand remains high and will provide 
work for many months. 

The report and accounts were adopted. 
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Parliamentary Notes 


Grand -Union Canal Bill 
The Grand Union Canal Bill was read 
a third time and passed in the House of 
Lords on April 6. 


The Bill was read a first time in the 
House of Commons on April 6 and re- 
ferred to the Examiners of Petitions for 
Private Bills. 


Railway Freight Rebates Bill 

Lord Leathers (Minister of War Trans- 
port), moving the second reading of the 
Railway Freight Rebates Bill in the 
House of Lords on April 6, said it was 
designed to adapt to wartime conditions 
a somewhat complicated piece of machi- 
nery connected with railway charges. 
Under the Local Government Act of 1929 
and the corresponding enactment extend- 
ing to Scotland, freight transport here- 
ditaments were relieved from local rates 
to the extent of 75 per cent. It was the 
intention of Parliament that the amount 
of this rate relief should be passed on to 
certain railway users by way of rebates 
from carriage charges on selected traffics. 
The traffics selected were those of the 
agricultural, coal, and iron and_ steel 
industries, then depressed. The object 
was to assist those industries and, by 
increasing the volume of their traffics 
carried by rail, indirectly to benefit the 
railway companies. The Act, therefore, 


required the railway companies to pay 
the rate relief into a Railway Freight 
Rebates Fund, and to allow, from the 
carriage charges on the selected traffics, 


rebates at rates fixed yearly by the Rail- 
way Rates Tribunal. The yearly net 
revenue of the fund was to be distributed 
as to one-fifth to agricultural selected 
traffics, as to seven-tenths to coal, coke, 
and patent fuel selected traffics, mainly 
to iron and steel works. In 1936 sub- 


stantial reductions were made in the 
assessments of railway undertakings on 
the basis of which rate relief had been 


paid into the fund during the previous 
five years, and the railway companies be- 
came entitled to reclaim from the fund 
some £9,000,000. The result would have 
been that no rebates could be paid for a 
period of years, until this debt had been 
paid off. To avoid that and to enable 
the debt to be met, Parliament passed 
the Railway Freight Rebates Act, 1936. 
That Act authorised the issue of redeem- 
able stocks secured on the fund, and a 
sinking fund for repayment by yearly 


instalments. The reduction in railway 
assessments brought about a very sub- 
stantial reduction in the revenue avail- 
able for rebates. The Act accordingly 
made a drastic reduction in the lists of 
selected traffics so that one-fifth of the 


net revenue went to two of the agricul- 
tural traffics—milk and live stock—and 
the balance of four-fifths went to ex- 
ported coal (including coke and patent 
fuel) selected traffics. The reduction in 
the lists of selected traffics did not con- 
tinue in force after the end of 1943, 
unless continued by Orders made by him, 
and would cease in any event at the end 
of 1952. 

During the war the total carriage 
charges on milk and livestock traffic had 
not varied substantially, and the present 
rebates of one-seventh of the carriage 
charges compared with one-sixth in 1939. 
Moreover, the agricultural rebates were 
still operating broadly in the manner con- 
templated by Parliament. Before the 
war the coal rebates were at the rate of 
isd. a ton, plus 26} per cent. of the 
remainder of the carriage charges. As 
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from December 1, 1940, the tribunal in- 
creased the rebates to 1}d. a ton plus 
75 per cent. of the remainder of the car- 
riage charges. 


At September 30, 1942, the balance 
in the fund had increased hy more 
than had been estimated to £925,000, 


mainly because of the under-distribution 
in coal rebates. The amount available 
for coal rebates in the present year was 
considerably greater than the estimated 
amount of the carriage charges. It was 
therefore becoming increasingly difficult 
to fix coal rebates which would comply 
with the Statutes. The Government there- 
fore decided that legislation was essential. 

The Bill suspended the coal rebates 
until such date as the Minister might 
appoint, which would be not later than 
the end of railway control. The agree- 
ment with the railway companies pro- 
vided that control would be continued 
for a minimum period of one year after 
the cessation of hostilities, and that, 
before control came to an end, time 
would be given for the operation of any 
statutory machinery governing the level 
of charges It was impossible, at this 
stage, to say when the circumstances 
which justified the suspension of the coal 
rebates would come to an end. That 
might be at the cessation of hostilities or 
might be some little time after, or before 
that date. The Bill as drafted would en- 
able him to select the most appropriate 
time after consultation with the Minister 
of Fuel & Power. The House would, no 
doubt, wish to place some limit on the 
period, and the end of railway control 
seemed to be the most appropriate limit. 
Complete suspension of coak rebates was 
provided for in preference to continuance 
of the rebates at some stabilised figure 
during the war. The purpose of the re- 
bates—the stimulation of coal export— 
and of the carriage by railway of this 
coal, had ceased to exist under wartime 
conditions. In addition, the machinery 
for claiming the rebates was somewhat 
complicated. Wartime conditions had 
not only rendered this expenditure of 
man-power undesirable but had added to 
the complications. Moreover, the 
Minister of Fuel & Power was now pay- 
ing certain subsidies on abnormal trans- 
port charges which had had to be in- 
curred by reason of wartime conditions, 

The Bill provided, therefore, that the 
money which would have been available 
for coal rebates should be paid to the 
Minister of Fuel & Power to be used by 
him in such manner as_ the Treasury 
might direct. It was intended that part 
of the money should be transferred to the 
Coal Charges Account, substantially to 
make good the loss incurred by the in- 
dustry by the suspension of the rebates, 
and so prevent any increases in prices on 
that account. The remainder would be 
used in reduction of the cost of the sub- 
sidies to which he had just referred. It 
was not practicable to specify those pur- 
poses in the Bill. The precise machinery 
for making good the loss to the industry 
would be a matter for negotiation and 
arrangement, and the subsidies were 
matters of administrative and not statu- 
tory machinery. The intention was as 
he had stated, and he was able to give a 
definite undertaking to that effect on 
behalf of the Government. 

The House would wish to have an indi- 
cation of the amounts of money involved. 
Excluding the balance at September 30, 
1942, the net revenue of the fund for the 
current year, as estimated by the Tri- 
bunal, would be about £1,650,000, of 
which the agricultural appropriate pro- 
portion was £330,000, and the coal 
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appropriate proportion was £1,320,.)00. 
The balance of £925,000 which was ip 
the fund at September, 1942, adjuster by 
any amounts paid’ into or out of the fund 
in respect of rate relief for periods before 
that date, was to be kept in the fund, 
and to the extent of not more than the 
original balance was to be distributed 
through export coal rebates when they 
were resumed. The balance of £925,000 
did not fully reflect the position at Sep- 
tember 30, 1942. There were outstand- 
ing at that date unquantified amounts 
due to the companies from the fund, and 


from the companies to the fund in 
respect of over-payments or under-pay- 
ments of rate relief. In the case of a 
relatively small sum due to the com- 
panies, there was a technical difficulty 
in the way of payment, and that diffi- 
culty was removed by the Bill. lhe 


balance and the outstanding amounts 
would be dealt with together. If the 
resultant amount was £925,000 or less, it 
would all go in coal rebates after the 
war. Under the strict operation of the 
present statutory provisions, however, 
part of the adjusted balance would be 
available for agricultural rebates. To 
meet that point it was provided that, if 
the amount was more than £925,000, 
only that sum would go to coal rebates 
and the excess would fall into the genera 


balance of the fund, available for both 
coal and agricultural rebates. Disregard- 
ing the adjusted balance, the money 
available for distribution during the 
period of suspension would go precisely 


as to one-fifth to the agricultural account 
for rebates and as to four-fifths to the 
coal account for transfer to the Minister 
of Fuel & Power. The accounts would 
be kept quite separate, and provision was 
made for reflecting balances in the agri- 
cultural and coal accounts:at the end of 
the period in subsequent rebates on the 
respective traffics. 

The second reading of the 
agreed to without a division. 


Bill 


was 








Questions in Parliament 


Cheap Travel for Workers 

Miss Irene Ward (Wallsend—C.) on April 
1 asked the Minister of Labour whether, 
in view of his announcement that bank 
holidays would be two days in order to give 
war workers the necessary additional holi- 
days, he would arrange for the cheap travel 
vouchers to be available for transferred 
workers, so that they might really benefit 
by the additional holiday concession. 

“Mr. Ernest Bevin (Minister of Labour & 
National Service) : To avoid undue conges- 
tion on the railways, which would impede 
essential war traffic, I regret that it is neces- 
sary to suspend the operation of the cheap 
travel scheme for transferred workers, in 
common with other warrant or voucher 
schemes, at the Bank Holiday periods. On 
the other hand, I would remind Miss Ward 
that this year the scheme will be in opera- 
tion for the whole of the six months April 
to September inclusive, as compared with 
the period May 11 to September 15 last 
year. 

" Miss Ward: Is the Minister aware that 
the present arrangement is very disappoint- 
ing to the transferred workers ? 

Mr. Bevin: I appreciate that, but the 
war must go on. 


Stratford Railway Workshops 

Mr. T. E. Groves (Stratford—Lab.) on 
April 6 asked the Parliamentary Secretary 
to the Ministry of War Transport if, in 
connection with the full and most efficient 





sup} 
he \ 
the 

M 
men 
Tra 
eng 
Gro 


Rai 


ver 
me! 
Tra 
red 
by 
£500 
sub 
M 
mak 
with 
they 
Rail 
Mi 
on A 
tar 
whet 
with 
both 
ensu! 
the | 
the | 
press 
Mr 
railw 
woul 
Bus 
indiv 
meet 
able 
not ¢ 
the t 
tions 
are | 
appli 
the 
nifo 
fore, 
differ 
More 
in dis 
and i 
For t 
think 
Price 
Mr 
Secre 
where 
rellev 
Cann 
Mr. 
Mr. | 
could 
cultie 
but 1 
midal 
Mr. 
the ] 
this i: 
where 
cent. 
the tr 
Mr. 
blem 
knows 
Mr. 
And i 


Seati 

Mr. 
asked 
Minist 
of the 
third « 
had t 
of sez 
Carriay 
were | 
ments 
to tell 





KUM 


April 16 & 23, 1943 


supply of material available for war effort, 
he would consider the better utilisation of 
the Stratford railway workshops. 

Mr. P. J. Noel-Baker (Joint Parlia- 
mentary Secretary to the Ministry of War 
Transport) wrote in reply: I will make 
iries and will communicate with Mr. 


eng 
es when they are complete. 


GTr¢ 
Rai!way Employees’ Pay 

Sir Ernest Graham-Little (London Uni- 
versity—Ind.) on April 6 asked the Parlia- 
mentary Secretary to the Ministry of War 
Transport if he would investigate and 
redress certain cases of hardship suffered 
by railway employees receiving less than 
{500 per annum, details of which had been 
submitted to him. 

Mr. Noel-Baker wrote in reply: I am 
making enquiries and will communicate 
with Sir Ernest Graham-Little as soon as 
they are complete. 

Railway Fares in Rural Areas 

Mr. M. P. Price (Forest of Dean—Lab.) 
on April 7 asked the Parliamentary Secre- 
tary to the Ministry of War Transport 
whether, in rural areas where connection 
with the neighbouring market town was 
both by omnibus and by rail, he would 
ensure that railway fares were reduced to 
the level of bus fares so as to encourage 
the public to use the railway and relieve 
pressure on the buses. 


Mr. Noel-Baker: The adjustment of 
railway fares which Mr. Price proposes 
would involve a number of difficulties. 


Bus fares are laid down and authorised for 
individual services and are designed to 
meet local conditions ; there are consider- 
able variations throughout the country, 
not only in the basis of fares, but also in 
the types of tickets issued and the condi- 
tions governing their use. Railway fares 
are based on standard scales of general 
application, and the types of tickets and 
the conditions governing their use are 
uniform ; local adjustments would, there- 
fore, create serious anomalies as between 
different parts of the railway system. 
Moreover, road and rail routes often differ 
in distance, in the places which they serve, 
and in the points from which fares operate. 
For these reasons, I regret that I do not 
think it would be practicable to adopt Mr. 
Price’s proposal. 

Mr. Price: Does the Parliamentary 
Secretary realise that there are often cases 
where a reduction in the rail fare would 
relieve the buses of very serious congestion ? 
Cannot he do something about this matter ? 

Mr. Noel-Baker : I fully sympathise with 
Mr. Price’s purpose and I agree that if it 
could be done without creating other diffi- 
culties, such reductions might be desirable, 
but the other difficulties are very for- 
midable. 

Mr. R. J. Taylor (Morpeth—Lab.): Is 
the Parliamentary Secretary aware that 
this is a very important problem and that 
where he has raised the rail fares by 60 per 
cent. in my area, he has driven people from 
the trains to the buses ? 

Mr. Noel-Baker: There is a special pro- 
blem in that area to which Mr. Taylor 
knows I am giving special consideration. 

Mr. George Griffiths (Hemsworth—Lab.) : 
And in my area also. 


Seating Accommodation 

Mr. J. Tinker (Leigh—Lab.) on April 7 
asked the Parliamentary Secretary to the 
Ministry of War Transport if he was aware 
of the trouble and discomfort caused to 
third class passengers who, on long journeys, 
had to stand in the corridors due to lack 
of seating accommodation in third class 
Carriages; while at the same time there 
were empty seats in first class compart- 
ments; and would he have notices put up 
to tell such passengers they were entitled 
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to take such seats and also to instruct the 
railway officials to see this was carried out. 

Mr. P. J. Noel-Baker: I am aware that 
passenger trains are in general heavily 
loaded, both in first and third class carri- 
ages. As I have said in previous answers, 
the railway staff has been given discretion 
to allow passengers with third class tickets 
to occupy seats in first class carriages 
without extra charge, when the third class 
carriages are seriously overcrowded. In 
answer to the second part of Mr. Tinker’s 
question, I think the present arrangements 
are now generally understood, and that, 
on the whole, they are working well. 

Mr. Tinker: Is the Parliamentary Secre- 
tary aware that that is the reason I wanted 
the fact.to be made more public ? When- 
ever I travel I see the corridors full, and 
when I say to people, ‘““ Why not take a 
first class seat ?’’ I find they are afraid 
to do so because they might be ordered out 
of the first class compartment. 

Mr. W. S. Liddall (Lincoln—C.): Is the 
Minister aware that on seven occasions 
during the last few months I have had to 
travel from Grantham to Kings Cross in a 
luggage van ? 

Mr. G. Griffiths 
Was Mr. Liddall 
weight put on ? 

Mr. Tinker: Can the Minister give a 
more definite answer to my appeal ? 

Mr. Noel-Baker: I want to do what I 
can to make this known, but I am afraid 
the practical proposal made in the question 
would raise great difficulties. 

Mr. H. Molson (High Peak—C.): Will 
the Minister make it quite plain that the 
position he mentioned applies only when 
there are no first class passengers who are 
standing ? 

Mr. Noel-Baker : I think the whole thing 
is pretty well understood, and I think the 
railway officers are administering it very 
well. 


(Hemsworth—Lab.) : 
labelled and was the 


Washing Facilities at Paddington 

Mr. William J. Brown (Rugby—Ind.) on 
April 7 asked the Parliamentary Secretary 
to the Ministry of War Transport whether 
he was aware that at Paddington Station, 
Great Western Railway, there were no 
facilities for women and children to wash 
after 7 p.m.; and whether he would have 
steps taken to remedy this situation. 

Mr. Noel-Baker : Washing facilities have 
been normally available at Paddington 
Station from eight in the morning till ten 
at night. Recently, however, the wash- 
rooms have been closed for varying periods 
of time because of the shortage of towels 
and soap. Instructions have now been given 
that they shall be open during the same 
hours as before, for passengers who have 
‘their own towels and soap. 


Restrictions in Coastal Areas 

Sir Leonard Lyle (Bournemouth—C.) on 
April 7 asked the Parliamentary Secre- 
tary to the Ministry of War Transport why, 
since the contemplated ban on entrance to 
areas within the 10-miles depth from the 
coast of the so-called restricted areas must 
affect the train services should occasion 
arise, there was to be a ban on the notifica- 
tion to intending passengers that journeys 
to such areas cannot be completed and 
should, therefore, be abandoned. 

Mr. Noel-Baker: The restrictions im- 
posed by the military authorities will not 
necessarily affect train services to the 
restricted areas, as parcels, mails, and 
authorised passengers, for example, mem- 
bers of His Majesty’s Forces, will still have 
to be carried. As the Home Secretary 
explained in his statement on March 30, it 
will not be possible for the military aythori- 
ties to make any general public annoynce- 
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ment as to the nature, time, or place of any 
restrictions which may be imposed. The 
railway companies will not, therefore, be 
able to notify intending passengers. 

Sir L. Lyle: Is it not a fact that the 
traveller will himself know in two hours’ 
time, or whenever he gets to his destination, 
that there is a ban, and might he not be 
told this at the railway station and thus 
avoid unnecessary travel and hardship 
later ? 

Mr. Noel-Baker: The right course for 
him to adopt, I suggest, is when in doubt to 
inquire locally, before starting the journey, 
whether any restrictions have been im- 
posed ? 

Sir L. Lyle: Is the Minister aware that I 
have already been told there is nobody to 
inquire from ? 

Mr. Noel-Baker did not reply. 
Advertising Seaside Resorts 

Mr. William J. Brown (Rugby—Ind.) on 
April 7 asked the Parliamentary Secretary 
to the Ministry of War Transport whether 
his attention had been drawn to the efforts 
of the Llandudno Publicity Committee to 
attract visitors to the town; and whether, 
having regard to the Minister’s appeals to 
the public to avoid unnecessary travel, he 
proposed to take any action on the matter. 

Mr. P. J. Noel-Baker: Yes, Sir, I have 
seen references to this matter in the press. 
As I said in reply to Mr. Rostron Duckworth 
(Manchester, Moss Side—C.) on March 31, 
I deprecate any campaign the effect of 
which is to induce additional travel. I 
have no power to forbid the Llandudno 
Publicity Committee to spend money on 
advertising, but I confidently hope that it 
will be guided in its action by the knowledge 
that our passenger train services are severely 
strained, and a sense of duty to the nation 
in the present emergency. 


Weekly Season Tickets 

Flight-Lieutenant Ralph Etherton (Stret- 
ford—C.) on April 7 asked the Parliamen- 
tary Secretary to the Ministry of War 
Transport whether he would consider the 
issue of weekly rail season tickets at a rate 
not exceeding six times the old cheap day 
rail fares. 

Mr. T. H. Hewlett (Manchester, Exchange 

—C.) on April 7 also asked the Parlia- 
mentary Secretary to the Ministry of War 
Transport whether, in order to meet the 
needs of regular daily travellers who pre- 
viously used cheap day return tickets, he 
would arrange for the issue of weekly season 
tickets on railways wherever there was a 
demand. 

Mr. Noel-Baker: I am grateful for this 
opportunity of reminding the public that 
in many parts of the country the railways 
have issued weekly season tickets, and of 
adding that arrangements will be made for 
the issue of such tickets wherever there is 
a demand. I regret that it would not be 
practicable to fix season ticket charges on 
the basis of the old cheap day fares. Season 
tickets provide unlimited travel for seven 
days a week, and are based on a statutory 
scale which gives a decreasing rate per mile 
as distance increases. Cheap day tickets 
were issued between certain places only and 
the hours of availability were often limited, 
and the fares were based on a rate per mile 
which did not vary with distance, although 
it differed in various parts of the country. 
Except for short distances (up to about 
6 miles) the rate per mile for a weekly 
season ticket, calculated on six return 
journeys only, is generally less than the 
rate per mile previously charged for a 
cheap day ticket, and the comparison is 
even more in favour of the season ticket 
when, as often happens, it is used for more 
than six return journeys a week. 

Flight-Lieutenant Etherton: In view of 
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the public discontent, will the Parliamentary 
Secretary do his best to make the public 
aware of the concession that he has indi- 
cated and bear in mind that inequalities 
and anomalies still exist in respect to 
journeys of under 6 miles, particularly 
in view of the short hours for which work- 
men’s tickets are available ? 

Mr. Noel-Baker: I hope the question 
and answer will serve the purpose Flight- 
Lieutenant Etherton has in view 








Staff and Labour Matters 


Permanent Way Staff 

The Chairman of the Railway Staff 
National Tribunal, Sir John Forster, has 
given his decision, No. 23, published by 
the special joint committee on machinery 
of negotiation for railway staff, on a 
claim made by the National Union of 
Railwaymen that the rate of double time 
should be paid to permanent way men 
when employed on the duties of greasing 
fishplates and examination of rail joints 
on Sundays. The claim was one for an 
interpretation of existing agreements or 
decisions, and the award states that the 
agreements relating to conditions of ser- 
vice for railway staff (conciliation grades) 
fixed the normal rate of pay for Sunday 
duty at time-and-a-half for all grades. 

Under the terms of Railway Executive 
Committee Circular Letter No. 1858, dated 
June 19, 1919, special provision was 
made for the payment of double time for 
certain classes of work performed on 
Sundays by permanent way men and 
signal and telegraph staff. The ground 
for this special concession was stated to 
be the arduous nature of the work to 
which the special concession was to 
apply. By Circular Letter $.180, dated 
August 31, 1921, Sunday work which 
should carry the double rate was more 
specifically enumerated and it was ex- 
pressly provided that work other than that 
so enumerated should be paid for at time- 
and-a-half. 

In the present claim the union con- 
tends that the inclusion in Circular Letter 
S.180 of paragraph (b) (2), which reads 
‘* Alterations to lines, sidings, and other 
works. which can only be carried out on 
Sundays,’’ indicates that the list of 
Sunday duties attracting double pay was 
not intended to be comprehensive. The 
Chairman states that he cannot accept 
that contention. The governing word in 
the paragraph quoted is “‘ alterations.’’ 
The paragraph must, therefore, be read 
as ‘‘ Alterations to lines, to sidings, and 
to other works which can only be car- 
ried out on Sundays.’’ When paragraph 
(b) (2) is so read and due regard is had 
to the provision contained in the con- 
cluding paragraph of the circular letter, 
‘ Time-and-a-half to be paid to—(a) 
Men performing work on Sundays other 
than that enumerated above the 
list of duties which attract double pay is 
clearly comprehensive. The greasing of 
fishplates and examination of rail jcints 
on Sundays is not within the duties 
enumerated. 

The decision states that it follows, 
therefore, that had the present claim 
been made as one of “ interpretation ”’ 
immediately following the issue of Circu- 
lar Letter S.180 it must inevitably have 
failed and none of the events which has 
since transpired would justify the Chair 
man in holding that double pay has 
become payable for work covered by the 
present claim. 

The Chairman therefore 
matter of interpretation, 
claim. 


finds, as a 
against the 
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Notes and News 


Institution of Railway Signal Engi- 
neers.—The annual general meeting of the 
Institution of Railway Signal Engineers 
will be held on April 21, at 4.30 p.m., at 
the Institution of Electrical Engineers, 
Victoria Embankment, London, W.C.2. 

Permanent Way Institution.—At a 
meeting of the Manchester & Liverpool 
Section of the institution to be held in the 
St. John Ambulance Hall, Chapel Works, 
Preston, at 3 p.m., on April 17, at the con- 
clusion of other business, a lantern lecture 
entitled ‘‘ The Story of the Bridge will be 
given by Mr. A. Ellis. 

Entre Rios Railways Co. Ltd.—The 
directors have decided to pay on May lI, 
1943, a further six months’ arrears of 
interest (for the period ended September 30, 
1940) on the 4 per cent. debenture stock 
of the company, together with 5 per cent. 
per annum interest on such arrears provided 
for under the moratorium scheme, the total 
amounting to £2 5s. 2d. per cent., less 
income tax. 

Clayton Dewandre Co. Ltd.—In the 
report for the year 1942 it is stated that 
the profit, after providing for taxation, was 
£39,126. Adding £9,256 brought forward 
makes £48,382 The sum of £7,500 is 
allocated to general reserve, leaving £40,882. 
The final dividend of 6 per cent. makes 
10 per cent. fot the year, leaving £13,582 
to be carried forward. 

London Shelter Disaster.—A_ report 
has now been made by Mr. Laurence Dunne, 
one of the Metropolitan magistrates, on the 
result of his inquiry into the London shelter 
disaster on March 3, in which 173 persons 
lost their lives and 61 were injured. The 
Home Secretary has announced in Parlia- 
ment that the Government has decided not 
to publish the report, but added that the 
London Passenger Transport Board had no 
responsibility in the matter. 


Birmingham Railway Carriage & 
Wagon Co. Ltd.—Profits for 1942 
amounted to £74,754 after providing for 
taxation. Add balance of £130,284 brought 
forward, and allowing for various deduc- 
tions, there remains a balance of £198,356, 
out of which a dividend of 74 per cent 
(same) is recommended on the ordinary 
stock. {£60,000 is being placed to a war 
contingencies reserve, leaving £99,694 to be 
carried forward. 


Nine-Way 7d. Ticket Machine.— 
Ticket machines which accept the bronze 
threepenny pieces are being tested at 
Piccadilly Circus Station. They supply 
7d. tickets and will deliver one in return 
for any of the following nine different com- 
binations of coins 

Seven pennies. 

3d. piece and four pennies. 

Two 3d. pieces and one penny. 

6d. and one penny. 
They will also supply ticket and change in 
return for 

Three 3d. pieces ; 3d. piece and 64. ; 

Florin. 

Ministry of Supply Locomotives. 
On April 9 a Ministry of Supply 2-8-0 
“austerity ’’ locomotive and a Ministry of 
Supply 0-6-0 saddle tank locomotive were 
on view at Kings Cross locomotive sheds 
Among those who saw the locomotives 
were members of the institution of Loco- 
motive Engineers. representatives of the 
transportation Corps of the United States 
Army in this country, L.N.E.R. officers, 
and representatives of the Ministry of 
Supply, and of the contractors whose com- 
ponents were used in the locomotives. A 
description of the 2-8-0 “‘ austerity ”’ loco- 


Two 6d.; !s.; 
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motive was given in our issue of November 
20, 1942, and of the 0-6-0 saddle tank 
shunting locomotive in our issue of 
ary 5, 1943. 


i ‘ebru- 


The Bermuda Railway.—An op»rating 
profit of £42,495 is reported by the Bx rmuda 
Railway Co. Ltd. for the year ended 
June 30, 1942, compared with £16,154 for 
the previous financial year. Receipis were 
up £48,690, although maintenance costs 
of £22,349 showed an increase over thie pre- 
ceding year. Passenger receipts for the 
year were £80,531 ; receipts from } arcels 
and excess luggage totalled £2,294 ; dogs 
and bicycles, £2,225; miscellaneous, /42; 





British and Irish Railway 
Stocks and Shares 








Prices 
“ 4 — 
Stocks 23 | 3g ms 
ee. - | a Apr. 
; x a | 9 Xise/ 
| 1943 Fall 
| 
G.W.R. | 
Cons. Ord. . — 39 «6| «659 | 
5°. Con. Pref. | DOSS | buss | flog ; 
5°, Red. Pref. (1950)| 1094 103g | 108 
5°, Re. Charge --| 1339 | 1233 | 135 
5°, Cons. Guar. ...| 1303 | 121$ | 1344 \ 
4°, Deb , ooh BOP 105 | Lh? 4 
44°, Deb. 118 108 | 116s 
44°. Deb. } 125 113 1234 
5"» Deb 13/7 127 136 
24 Deb 77 70 75 
L.M.S.R | 
en Ngee | 284 | 168 | 30 ' 
4° Pref. (1923) | 634 50; | 62 rt 
4°, Pref. Joy | 6/4 ay + 4 
5° Red. Pref. (1955) | i033 Jud | 1045 
4 uar. 1044 9/4 | 1045 
4°, Deb. aii w..| 10c4 1Glg | 1074 
5’, Red. Deb. (1952)) Ili 1074 110g | 
L.N.E.R. | | | 
5°, Pref. Ord. ; 93 2 | 693 «J+ «CY 
Def. Ord. os pa S | lg | 4% + 4 
4°, First. Pref. me 62 | 494 | 60 | 
4°, Second Pref. ...| 324 | 18% 323 + 
5 Red. Pref. (1955) 954 79 | (954 
4°, First Guar. i 9s 88 100 
4°, Second Guar. ...| 90 | 78 9i¢ 
3% Deb. ji | 85 | 76 | 84} 
4% Deb. ... _...| Weg | 1004 | 107 | 
5°. Red. Deb. (1947)| Uo | 103 1044 | 
4h Sinking Fund | 106 102s | 106} | 
Red. Deb. | | 
SOUTHERN 
Pref.Ord. . al OF 6l4 73 
Def. Ord. | 23 | 14s me i4- 4 
5°, Pref. Wicd | lO) | 417 


5" Red. Pref. (1964) 

5°, Guar. Pref. ; | 

5 Red. Guar. Pref. | 1i54 | 1094 leg 
(1957) 

4°, Deb. 

5" Deb. sis : 

4”. Red. Deb. (1962 

67 


) | 
4°, Red. Deb. (1970-| 111 | 106% | Hicg | 
30) | | 
FORTH BRIDGE | | 
4°, Deb. ; : 10955 | 108 | jos | 
4°, Guar. ... ...| 105 | 100 | 104g | 
L.P.T.B. | 
HAT. 12ae ott | aay | 
5% “A sad | H31E | 122 1305 | 
3°, Guar. (1967-72) | 95¢ | 97% | 100° | 
5% "B ... ve 120 | UNS | 120g | 
ok “hats 564 38 594 \+ 2 
MERSEY | 
Grd. ... sa | 27% | 20$ | 294 
3°, Perp. Pref. = 6ly 564 | 62 - | 
4°, Perp. Deb. w.| 1023 992 | 104 | 
3°, Perp.Deb. ...| 804 | 76 | 79 | 
IRELAND 
BELFAST & C.D. | 
Ord. ... — veel 9 4 9 
G. NORTHERN | 
Ord. ... aia - 2% | 126 | 17 «j= 9 
G. SOUTHERN 
es os) et EE ae) we he 
Pref. .. “es At ae 124 | I4f |— 3 
Guar. S ; | 53 | 35 | 284 
Deb 714 | 554 534 ae il 
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merchandise freight, £14,386; and com- 
mercial advertisements, £206. The Ber- 
muda Railways Investment Co. Ltd. re- 
duced its temporary loan from £203,000 
during 1942 by £12,000. The net profit for 
the year amounted to /623, and, with 
numerous deductions for the mortgage 
bond interest, leaves the sum of £228,073 
to be carried forward as a debit balance. 
The Bermuda Railway consists of 22 miles 
of standard-gauge track, and has 10 loco- 
motives, 18 carriages, and 9 wagons. 

G. D. Peters & Co. Ltd.—In the 
report for the year 1942 it is stated that the 
profit after all expenses, depreciation, and 
E.P.T. amounted to £54,832, and the 
brought forward was £17,291, 
making £72,123. Deductions are made of 
{33,000 provision for income tax, and 
{5,000 transfer to staff fund. The interim 
net dividend of 7} per cent. required 
{5.695, and provision of £5,695 has been 
made for the recommended final net divi- 
dend of 74 per cent., making 15 per cent. 
for the year (same), leaving £22,733 to be 
carried forward. 


balance 


British Insulated Cables Limited.— 
Profits for the year 1942 on trading, divi- 
dends on investments, after making pro- 
vision for taxation and contingent reserves 
adjustment, increased by £20,722 to 
£831,107. Depreciation (£247,324) and 
other charges reduce the net profit to 
£557,180. Allocations proposed are £100,000 
same) to war contingencies reserve account, 
and £50,000 to Provident Fund for Work- 
people. Final dividend on the ordinary 
stock is 10 per cent., making 15 per cent. for 
the year, and also a cash bonus of 5 per cent., 
both final dividend and bonus being less tax 
at 9s. 10$d. The carry forward is £428,227 
£478,547). 

Southern Railway Staff Suggestions 
Scheme.—Mr. R. M. T. Richards, Traffic 
Manager, Southern Railway, at an assembly 
at headquarters recently presented special 
iwards for what were considered the eight 
best staff suggestions submitted during 
1942. On behalf of the directors and the 
General Manager, he thanked and con- 
ratulated those whose suggestions had 
n so useful to the company during the 
vious year, and remarked that, despite 
the many calls nowadays on railwaymen, 
was glad that they were able still to 
p their eyes open for possible improve- 
ments. He hoped that the staff would 
continue to put forward their ideas, and 
uggested that, as the number of female 
ff employed was now over 6,000, some 
gestions should come from the ladies, 
their outlook would be very valuable. 


Sto od 
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Agreed Charges Procedure.—-Notice 
given in The London Gazette of April 2, 
1943, of the procedure to be adopted in 
plications for the approval of agreed 
rges lodged with the Railway Rates 
ribunal on and after April 1. Applica- 
tions may be inspected at the office of 
tribunal, Wellington House, 125-130, 
rand, London. A copy of the agreement 
referred to in each application will be open 
inspection at the following places: 


J f°, = 7 


I 


London, District Goods Manager’s Office, 
Broad Street Station, L.M.S.R.; Birming- 
ham, District Goods Manager’s Office, 
G.W.R., Snow Hill; Cardiff, Divisional 
Superintendent’s Office, G.W.R.; Exeter, 


Western Divisional Superintendent’s Office, 


Southern Railway; Leeds, District Goods 
Manager’s Office, L.N.E.R., Wellington 
Street; Leicester, District Goods and 


Passenger Manager’s Office, L.M.S.R.; 
Manchester, District Goods Manager’s 
Office, L.M.S.R., Hunt’s Bank; South- 


ampton, Southern Divisional Superinten- 
dent’s Office, Southern Railway, South- 
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ampton Central; York, Goods Manager’s 
Office, L.N.E.R.; Aberdeen, District Goods 
and Manager’s Office, L.N.E.R.; Aber- 
deen, District Goods and Passenger Mana- 
ger’s Office, L.M.S.R.; Edinburgh, District 


Goods and Passenger Manager’s Office, 
L.N.E.R., Waverley Station; Glasgow, 
Commercial Manager’s Office, L.M.S.R., 


Central Station. 
referred to in any 


A copy of the agreement 

application can be 
obtained from the Secretary, Railway 
Clearing House, Amersham, Bucks, price 
ls. post free. 


New L.N.E.R. Locomotive Depot.— 
A new depot for servicing L.N.E.R. loco- 
motives in the North Midlands area was 
brought into use on April 11. It accom- 
modates 100 steam locomotives and covers 
21 acres. The depot is served by a “ fly- 
over’ line enabling engines to enter with- 
out delaying trains on the adjoining main 
lines. The equipment includes a 70-ft. 
vacuum-operated turntable of the latest 
type ; an electrically-worked coaling plant, 
with a storage capacity of 300 tons, which 
will refuel an engine with 8 tons of coal in 
3 minutes; wet ashpits; a water tank, 
40 ft. in height, holding 100,000 gal. ; 
10 engine roads with repair pits 400 ft. long ; 
and an electrically-operated machine-shop 
which contains an electrically-worked wheel 
drop. For the staff of 750, which includes 
50 women, there is a 24-hr. canteen service ; 
there are three messrooms with hotplates, 
a locker room with 500 private lockers, a 
classroom and an ambulance room. 

Railways in the 1840s.—At the last 
meeting of the Railway Club, held on 
March 13, the President, Mr. Kenneth 
Brown, read a paper entitled ‘‘ Out of the 
Blue: A Desultory Talk on Parliamentary 
Papers.” He first spoke of Gascoyne’s 
Railway mentioned in the year 1839, but 
of which he had found no evidence in any 
other document oronany map. The length 
of the railway was given as 4,895 yd. and 
the word ‘‘ Private ’’’ appeared in brackets 
after the title. Reference was next made 
to ‘‘ Gradient Boards’”’ which were first 
mentioned in a report on a collision at 
Barnsley on the North Midland Railway 
in December, 1842, when it was stated that 
such boards were provided on that railway, 
but at evidence given at an enquiry into 
an accident on the Eastern Counties Rail- 
way in 1845, it was revealed that that rail- 
way did not have any gradient boards. 
The suggestion was made that indication 
of the gradients of the line should be given. 
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The lecturer then dealt with the public 
agitation about locking doors of railway 
carriages, as a result of an accident on the 
-aris & Versailles Railway in 1842 when a 
considerable number of persons lost their 
lives through the doors of the carriages 
being locked. Among other points touched 
upon by Mr. Kenneth Brown was the 
practice of riding outside of “stage 
coaches ’’ and on “ trucks,’’ mentioned in 
papers of 1839 and 1842. The “ stage 
coaches’’ referred to were, of course, 
passenger carriages, and it would seem that 
riding on the roofs was permitted in excep- 
tional circumstances, such as a large influx 
of passengers to or from a race meeting. 
On the Chester & Birkenhead Railway, 
where some men wishing to smoke cigars 
on the journey secured permission to travel 
on the roof of the carriage, one was killed, 
as his head struck a bridge. At this period 
smoking was strictly prohibited in trains 
and at railway stations. 








Contracts and Tenders 


The following orders have been placed 
recently by the Egyptian State Railways : 

Equipment & Engineering Co. Ltd.: Mag- 
netic ink. 

J. Chesterman & Co. Ltd. : Measuring tapes. 

General Electric Co. Ltd.: Hour meters, 
compounds and chemicals, testers and volt- 
meters. 

Thos. Firth & John Brown Limited : Nickel 
chrome steel. 

Dick’s Asbestos Co. Ltd.: Asbestos yarn. 

Dewrance & Co. Ltd. : Asbestos packing. 

A. Balfour & Co. Ltd.: Tool steel, hacksaw 
blades, and bandsaw. 

Bells Asbestos & Engineering Limited : Chalk 
packing. 

Ferodo Limited : Asbestos brake lining. 

Caprotti Valve Gears Limited: Ball bearings. 

Lewis Berger & Sons Ltd. : Compounds and 
chemicals. 

Bitulac Limited : Compounds and chemicals. 

Fluxite Limited : Compounds and chemicals. 

District Chemical Co. Ltd. : Compounds and 
chemicals. 

W. Canning & Co. Ltd.: 
chemicals. 

Le Carbone 
chemicals. : 

Imperial Chemical Industries Limited : Com- 
pounds and chemicals. 

Romac Industries Limited : Compounds and 
chemicals. 

Standard 
Cables. 

Joseph Thompson (Sheffield) Limited : Cicu- 
lar slitting saws. 

John Rabone & Sons Ltd. : Boxwood rules. 


Compounds and 


Limited: Compounds and 


Telephones & Cables Limited : 





.Mr. R. M. T. Richards, Traffic Manager, Southern Railway (centre) with members of the 


Southern Railway staff who have received awards under the “ suggestions’ 


’ scheme organised 


by the company 
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: ferred stocks shic istributions ally Sovere e she rhi 
Railway Stock Market erred stoc ks (on which no distributions ally recovered the sharp fall whic fol- 
are possible under existing conditions), lowed the dividend announcement jp 
Sentiment in Stock Exchange markets modification of the agreement could February. The dividend tended to draw 
benefited from the fact that the Budget hardly be made on lines which would not attention to the yield being smaller than 
was in line with general expectations, permit L.N.E.R. second preference receiv- on the junior stocks of the main-line 
and more active and firmer conditions ing its full 4 per cent. This is, of course, companies. Now, however, hopeful views 
developed in most sections. Home rail- the only home railway preference stock as to the post-war position of London 
way securities reflected the prevailing ten- which under the terms of the rental Transport have tended to gain ground, 
dency, and on balance small gains were agreement cannot receive its full divi- and the price of the stock has shown a 
recorded in the junior stocks. Further dend. On the other hand, it has to be good recovery in recent weeks. 
consideration of the Government White admitted that at this stage it does not Compared with a _ week ago, reat 
Paper on the net revenue of the railways seem likely that there will be a reopen- Western ordinary has further improved 
has emphasised the magnitude of the ing of the question of the wartime from 583 to 594; the 5 per cent. prefer- 
vital part the railways are playing in the remuneration of railway stockholders. ence was maintained at 1194. L.MS.R. 
war effort. Furthermore, it has also Nevertheless, the railways have a strong improved from 30 to 303%, and the 1923 
tended to draw wider attention to the claim for any post-war arrangement to be preference from 62} to 63; the nior 
fact that under the rental agreement only based at least on the standard revenue of preference held its recent rally to 78}. 
a very small return is possible for holders the 1921 Act, and on this basis L.N.E.R. L.N.E.R. second preference was 33}, 
of the junior stocks. On the other hand, second preference would receive its full compared with 32} a week ago, and the 
yields have a very attractive appear- 4 per cent. Southern deferred yields first preference 61, compared with 60} 
ance, and, moreover, dividends at around approximately 7} per cent., or less than Moreover, L.N.E.R. first guaranteed held 
last year’s rates can be regarded as virtu- the return on L.M.S.R. ordinary and_ its recent rise to 1003; the second guar- 
ally guaranteed by the Government until L.N.E.R. second preference. This is anteed was fractionally better at 92 
at least one year after the termination probably due in a large measure to the Among Southern issues, the deferred 
of hostilities. Yields at current prices fact that Southern deferred tends to moved higher from 224 to 223, and the 
range from 7} per cent. on Great attract attention as the lower-priced preferred was a _ point better at 74 
Western to 8} per cent. on L.M.S.R. means of participating in the trend of London Transport ‘‘C’”’ further  im- 
ordinary. L.N.E.R. 4 per cent. second the railway stock market. The prevail- proved from 59 to 59}. 
preference returns around 8 per cent. on _ ing disposition is to assume that the latter Argentine railway securities ha i 
the basis of last year’s 2 per cent. divi- seems likely to show an upward move- steady appearance, but were inactive 
dend. The last-named stock has received ment, because yields on home railway Elsewhere, Antofagasta issues wer¢ iin 
increased attention on the ground that, stocks continue to be generous and out of better, and San Paulo improved on talk 
if eventually there was any amendment line with yields on widely-held securities of the possibility of a higher dividend. 
of the rental agreement to allow of pay- in other sections of the Stock Exchange. Further improvement was recorded in 
ments on L.N.E.R. preferred and de- London Transport ‘‘C’’ has now virtu- Canadian Pacifics. 
Traffic Table and Stock Prices of Overseas and Foreign Railways 
| Traffic for Week 3 Aggregate Traffics to date Prices 
Rail Miles Week 3 Totals Shares rd ¥ on on 
rays open |_ Ending Total Inc. or Dec. | ‘5 Increase or acd ee 82 | =2 i038 
compared : Decrease wm 5% | ak | 522 
this year | Vien 1941/2 $ 1942/3 1941 2 x 8 a is Zz 
é £ £ £ 
{ Ancofagasta (Chili) & Bolivia 834 4.4.43 23,190 4,88) | 14 371,910 289,660 | + 91,250 Ord. Stk. 14 7i 124 Nil 
Argentine North Eastern 753 3.4.43 12,096 + 3,438 40 487,020 414,568 + 72,432 = 6 3 54 Nil 
Bolivar 174 Mar., 1943 6,520 | + 1,964 | 12 16,331 14,128 + 2,203 6 p.c. Deb 194 10 194 ‘Nil 
Brazil - _— _ — _ - Bonds 204 9 20$~—ONYill 
Buenos Ayres & Pacific 2,807 3.4.43 118,200 | + 22,149 | 40 3,946,740 3,431,580 + 515,160 Ord. Stk 74 4 6 Nil 
Buenos Ayres Great Southern 5,080 3.4.43 175,980 + 11,220 40 6.459.969 5,941,240 + 518,720 Ord. Stk 124 7% CZ ONil 
Buenos Ayres Western 1,930 3.4.43 51,990 | + 3,060 | 49 2,143,720 2,042,220 106,500 “6 123 6 102 — Nil 
«| Central Argentine 3,700 3.4.43 149,143 + 31,602 40 5,301,579 4,221,615 1,079,964 a 9} 4 7 Nil 
= Do - — — _ — — Dfd. 33 24 44 Nil 
© | Cent Uruguay of M. Video 972 3.4.43 33,166 | + 8,072 | 40 1,099,072 983, 562 | + 155.510) Ord. Stk. 8 4 6 Nil 
E | Costa Rica , 262 + Feb., 1943 17,896 |— 3,118 | 35 114,452 180,476 |— 66,024 Stk lé4 il 134 = Nil 
<1 Dorada eae 70 | Jan., 1943 6,000 | + 3/530 4 ae pi a IMt.Db.| 964) 89 | 92h 6} 
£ | Entre Rios 808 3.4.43 15,528 + 1,374 | 40 706,458 609,420 | + 97,038 | Ord. Stk. 33 44 6 Nil 
< | Great Western of Brazil 1,030 3.4.43 13,500 | + 5,100 13 226,000 152,800 73,200 | Ord. Sh. 9/- 9- 36/3 Nil 
Ps} International of Cl. Amer 794 = Jan., 1943 $655,799 |— $5,506 4 $655, 799 $661, 305 |- $5,506 _ _- ft _ — 
Interoceanic of Mexico -- = — - - — Ist Pref I} 5/3 2 Nil 
® | La Guaira & Caracas... 223 | Mar., 1943 9,360 + 1,890 12 27, 435 19, 860 + 7,575 Sp.c.Deb.| II 5 624 Nil 
=! Leopoldina ; 1,918 3.4.43 35,196 | + 2.341 13 431,485 407,644 + 23,841 Ord. Stk. 6 | 443 (Nil 
3 | Mexican 483 31.3.43 ps. 4 200 '|+ ps.76,100 12 ps. 4,426,800 ps. 4,485,700 — ps. 58,900) Ord. Stk. | + | Nil 
“| Midland Uruguay 319 | Feb., 1943 7,320 | + 4,728 | 32 115,979 107,191 8,788 - -- = -- ~ 
Nitrate 382 313.43 W974 — 3,193 | II 35,378 35.900 §22| Ord. Sh. | 77/-| 3$| 81/3, Nil 
Paraguay Central 274 2.4.43 $4,559,000 + $',294,009 | 40 |$155,874,000 | $136,718,000,;+ $19,156,000 Pr. Li. Stk 53 40 524 aT} 
Peruvian Corporation 1,059 Mar., 1943 90,739 | + 1,047 | 36 757,581 671,716 | + 85.86 Pref. 195 54 16 Nil 
Salvador oe coe = 100 Jan., 1942 ¢ 177,000 |+ 39,000 30) « 609,000 c 499, 72 + c 109,828 — = — —- 
San Paulo 1533 28.3.43 37,121 6,657 | 13 445,745 448,935 — 3,190| Ord. Stk. 59 | 41 624 | 2,4 
Taltal ‘ 160 Mar., 1943 4,435 |+ 535 | 37 41,34 39,015 2,331 | Ord. Sh. 41/ 23/4; 32/c, Nil 
United of Havana 1,346 3.4.43 70,753 |+ 12,882 40 1,975,491 1,102,105 | + 873,386 Ord. Stk. 84 24 6 Nil 
\ Jruguay Northern 73 | Feb., 1943 1,438 | - 423 35 11,043 9,955 + 1,068 _- -- - - 
3 
€ Canadian Pacific 17,039 31 3.43 1,685,400 |+ 287,490 12 12,656,600 11,529,090 + 1,127,600; Ord. Stk. 163 9%; 17} Nil 
5 
( Barsi Light 202 Jan., 1943 22,440 | + 10,612 | 42 172,958 | 135,863 + 37,095 _ 
+ | Bengal & North Western 2,090 | Nov., 1942 264,975 | — 33,087 8 449,400 561,082 | — 111,682 — - - = 
© | Bengal-Nagpur 3,267 | Feb., 1943 932,775 |+ 84,975 46 10,031,400 9,111,000 + 920,400 Ord. Stk. 1024 88 1034 ¥ 
3) Madras & Southern Mahratta | 2.939 10.1.43 242.475 |+ 33.202 | 28| 6,658,391 5,656,721 + 100,167 a 105 87 108% 54 
— | Rohiikund & Kumaon 571 | Nov., 1942 555,750 | + 5,072 8 115,950 99,909 + 16,041 _ ~- - 
South Indian ... 2,402 10.1.43 166,555 | + 778 | 39 4,928,736 4,148,309 | + 780,427 “ 1033 685 102) 4 
( Egyptian Delta 607 20.1.43 14,821 | + 2,325 | 43 373,655 272,885 + 100,770 Prf. Sh Si '% 4 Nil 
4 | Manila _— _ — _ — — _ B. Deb 44 | 35 35 10 
© } Midland of W. Australia 277 Feb., 1943 27,341 | + 9,885 | 32 252,708 158,894 | + 93,814 Inc. Deb 95 90 954 64 
=) Nigerian eos --- | 1,900 26.12.42 91,754 | + 35,534 | 38 2,570,963 2,112,188 | + 458,775 _ _ - _ - 
> | South Africa ... - --- | 13,291 13.2.43 828,296 (+ 11,224 | 46 | 36,019,758 34,972,298 | + 1,047,460 _ — _ _ — 
Victoria a , ...| 4,774 | Noy., 1942 1,407,419 | + 227/886 — — -- -- — _ _ - = 
Note. Yields are based on the approximate current prices and are within a fraction of 7 Argentine traffics are given in sterling calculated @ 16§ pesos to the £ 


t Receipts are calculated @ Is. 6d. to the rupee 
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